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Accidents Prevented by Safety Chains. 





Since the publication of the report of the Committee of 
the Masler Mechanics’ Association on Safety Chains and our 
elitorial comments on the same, we have received the fol- 
lowing accounts of accidents which were prevented by 
safety chains. We earnestly invite all experienced rail- 
road men to send us similar accounts for publication. 
‘Those who are more accustomed to handling a throttle 
lever than to ‘* writing for the papers,” or have more prac- 
tice in punching tickets than in punctuating sentences, are 
especially requested not to mind about the rules of gram- 
mar or the laws of rhetoric, but send us the facts and we 
will put them in shape for the printer and the public. 


CINCINNATI, 1873. 

To THE EDITOR OF THE RAILROAD GAZETTE: 

On the night of July 1, during a very heavy rain storm, a 
culvert near Colfax, Ind., on the Indianapolis, Cincinnati & 
Lafayette Railroad, was washed out and the walls were under- 
mined and settled, causing a depression in the track. The train, 
which was said to be moving at the rate of 35 miles per hour, 
consisted of a baggage car, two coaches and two sleeping cars, 
all went over safely, but the rear truck of the tender “ jumped 
the track” about ten yards from the culvert, and in doing so 
disconnected the hose of the air brake, and the train ran about 
600 yards, coming to a road-crossing cattle guard which was 
walled up. Here the safety chains gave way, I supposeon ac- 
count of the truck dropping partly down between the walls, 
and it went to pieces and under the baggage car, turning it 
into the ditch, but not injuring any other part of the train, as 
the speed had then been greatly reduced. 

I noted that about 20 yards from the place the truck left 
the rails, it had run more than two feet from them, and the 
safety chains guided it back again. It was an iron truck, and 
the box-bolts in the corner were also eye-bolts for safety 
chains, These bolts broke under the heads and let the trucks 
go to pieces. F W. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

Having read with a good deal of interest the report of the 
Committee of the Master Mechanics’ Association on Safety 
Chains, I thought I would write and inform you of what would 
have been a bad accident on the Troy & Greenfield Railroad 
last summer, had it not been for the safety chains. A pas- 
senger train was running about 35 miles per hour, when the 
forward truck wheels of the engine left the track and ran 910 
feet before the train was stopped. She ran 670 feet ona 
6-degree curve and 240 feet on a straight line, doing nce dam- 
age. Had the chains broken the engine and train would have 
gone down the embankment. Ww. A. Foster, 

Locomotive Engineer, Fitchburg, Mass. - 





Cotumsia4, Tenn., November 17, 1873. 
To THE EpiTor oF THE RAILROAD GAZETTE: 

As a subscriber and constant reader of your valuabie paper, I 
have been very much pleased with your articles on check or 
safety chains. I know of several instances where they have 
been the means of saving serious accidents. 

I was on a train a short time since, and an axle broke under 
tender. Nothing left the rails except the truck. With broken 
axle we ran half a mile before the train was stopped. and found 
the safety chains holding the truck up from ties. There is no 
doubt if chains had not been there, the truck would have been 
knocked from under tender and have thrown some other part 
of train from the track. Every truck should have them. If 
they did, uhe damage to cars leaving the track would be very 
light to what itis now. You would find fewer of them turned 
over on their sides alongside the track. I have had some ex- 
perience with trucks, and find that as long as trucks do not turn 
crosswise of the track the damage is not so much to them as if 
they do: besides, your axles are not so liable to bend. I hope 
that every road in the country will see the importance of adopt- 
ing them at an early day. Yours truly, J.T. H. 


Can our Railroads afford to Kill 328 Persons Annually, 
to say Nothing of 1,326 Persons Injured ? 











To THE EpiTor oF THE RAILROAD GAZETTE : 

As one of the 40,000,000 of Americans from whom the rail- 
roads select their victims, I have always been very much inter- 
ested in the columns of reported railway accidents. (There 
ought to be a law compelling, under a heavy penalty for 
neglect, every railroad to furnish an accurate report of every 
accident.) Your figures for last year are as follows: Killed, 
$28 ; injured, 1,326. 

Ihave asked whether railroads can afford to do this kind of 
work. Let us see. I believe in our State $5,000 is the legal 
limit, though I see that the Indianapolis & St. Louis road had 
to pay $8,000 for hurting Mr. Horst, and he was riding on a 
Sree pass. 


Kil'ed—328 at $5,000. ...... 


ones seeeee ses. $1,640,000 
Injured - 326 at say $500........cccese 


663,000 


PAN Gs as un 55 i okb od beta aeeermann npate> danannan eae 
Here we have upward of two millions and a quarter of dol- 
lars—to say nothing of machinery wrecked and ruined; nor 





to mention again that more than three hundred men have 
been killed and upward of a thousand maimed. 

If these pecuniary losses were divided among the railroads 
of the United States would it not make a pretty heavy bill of 
expenses ? 


Can they afford it? Can we? J. B. Brrrincer. 








Long Runs. 





To THE EpiTor oF THE RAILROAD GAZETTE: 

If, as the Committee of the Master Mechanics find, an engine 
wears her tires to the amount of one-sixteenth of an inch for 
16,000 miles, what must be the condition of tires on the en- 
gine “Joe” run, after having run the 134,103 miles? It is 
sometimeg well to tell a good story, but on our road the tires 
would have double \anges long before running 100,000 miles, 
that is, if the engine performed any duty. If we get 50,000 
miles without turning tires, we think it an extraordinary run. 

H. J. McKenna. 








Rail Joints. 





To THE EpiTor oF THE RarRoaD GAZETTE: 

Will some of your practical readers give me the benefit of 
their observation on the two kinds of “ fish joint,” ‘‘ suspended” 
(ties 10 inches apart) and “‘joint on tie,” stating which they 
have found the best and the easiest to keep up; also, the con- 
ditions as to road-bed, ballast and estimated amount of trafiic, 
under which their observations were made. 


CLEVELAND, O., November 14, 1873. M. 








Winslow's Nut Lock. 





The engraving herewith represents a recently patented de- 
vice for preventing the nuts of fish-plate and car-truck bolts 
from turning off, owing to the continued jarring to which they 
are subjected. This invention consists of a volute conica 
spring formed of spring wire placed upon the bolt, followed by 
a friction washer, both being brought to their place by turn- 
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Fig. 1. 





Fig. 2. 
ing the nut firmly against them. Fig. 1 represents the volute 
spring ; fig. 2, letter B, the fish-plate, A the spring compressed 
by the nut, S the friction washer, D the bolt, and C the nut 
partly screwed up. The spring has a resisting force of more 
than fifty pounds, hence the impossibility of the nuts turning 
back. 

This device, it is said, has been apphed on several different 
roads, and is working satisfactorily. The inventor will furnish 
springs for trial without any charge, and will give any infor- 
mation desired. His address is L. Winslow, Rochester, New 
York. 








Mr. Kingsbury’s “ New Style of Coupon Tickets.” 


New Yor, November 15, 1873. 
To THe EpITOR OF THE RAILROAD GAZETTE : 

I was delighted to see that your journal had opened its col- 
umns to the General Ticket Department for the discussion of 
matters relating to the passenger business of this country. 
As you remark, “ there is scarcely any department of railroad 
business in which there are so many opportunities for experi- 
ment, discussion and perhaps reform.” 

The general ticket and passenger agents have never had 
an opportunity to ventilate their views through the press, and 
very little chance to exchange notes on the systems now in 
vogue, even. At their semi-annual meetings the time is so 
taken up with passenger rates and kindred subjects that no 
chance is given them to discuss reforms in the system or any- 
thing else. 

We asa department are out in the cold, so to speak, and 
the car builders, master mechanics and, in fact, every other 
department have journals or a column devoted to their pecu- 
liar branch of the business. It is indeed astonishing to me 
that a passenger journal was not established before now, as it 
would be warmly supported by the profession. 

Your journal is circulated largely among, and read with in- 
terest by. the general ticket agents, and I have no doubt but 
that the discussion of their views will increase the circulation. 

So please stick to your intention of giving us a little room 
in your paper. 

Now, a few words about Mr. Kingsbury’s article in the num- 
ber of November 1. 

There are some serious objections to the adoption of the 
form of ticket he mentions. You cannot call it economical, 
when it opens so many loopholes for fraud, nor do I see that 
it reduces the cost of our fitting a station. You will notice 
in the form given that the agent has to write the name 
Oakland in the ticket five times ; now, to do that legibly with 
ink requires time, and as a general thing the agent does not 
have very much of that article when the train is waiting or 
approaching a station. 

Again, by a chemical, for sale in all book-stores, the name 
Oakland can be erased and some other name substituted, thus 








defrauding the road, 


Again, it upsets the consecutive numbered system, (the 
base of the ticket system, and the check on the agent.) 

I have found by long experience that the less you require 
an agent to do the better you get your work done; and to 
require an agent to write in the names of stations on a long 
five-coupon ticket, while a string of passengers are at the 
window asking for other tickets, is too much for good nature. 

There can be no claim made that the ticket is a new idea» 
for it was used on the Catawissa road years ago, and abandoned 
on the ground that there were more errors made than would 
pay for the cost of stocking a station with straight coupon 
tickets. 

It is now, I think, used on that “ preadamite road,” the Grand 
Trunk, on which road can be seen the crudest ideas of tickets 
in the known world, 

But I have taken up too much of your valuable space already. 
If consistent, I will offer some of my views at another time 
about reform in the ticket system. 

O. B. Joyrun, G. T. A. 

[We beg leave to say that if the ticket and passenger 
department has not made itself frequently visible in our 
columns, it has been chiefly its own fault ; for we have 
always had a place for it, as for all other branches of rail- 
road business. We need not say that we shall be glad to 
present further views from this correspondent.—Eprros 
Rari20aD GAZETTE. } 





Interchange of Freight Cars. 








To tHe Eprror oF THE RatLRoap GAZETTE: 

This is one of the subjects that the Railway Association of 
America took in hand some time ago; but as yet the problem 
has not been solved, nor has any practical suggestion been 
made. Is reform necessary? In order to answer this we must 
review the practice now obtaining, and the rules governing it. 
The first railroads built were designed for local purposes only 
and for a period remained isolated. After a time roads were 
built to conziect certain of those isolated lines and todo what is 
known as ‘‘a through business.” Then, to save time and cost 
of handling, arrangements were made to run cars of each road 
over the others when loaded with ‘through freight.” The 
interchange was not very great, the length of run was short, 
compared with the through runs of to-day, and in the business 
mutual accommodation was expected ; each road understand- 
ing that the use of its cars would be repaid in kind, Under 
such circumstances the mileage basis was adopted for settle- 
ment between the roads, and for a time it worked fairly 
enough ; but now, with 60,000 miles.of railroad, more or less 
connected, and with some of the roads crowded with traffic 
and with keener competition among traders, the evils of the 
mileage system are making themselves felt. Or perhaps we 
should not say the evils of the mileage basis, but rather the 
incompleteness of the system. Mileage is well enough asa 
basis of settlement, because it fixes a minimum charge for the 
use of the car, proportioned to the amount received for hauling 
its contents ; but it should be qualified by time. The number 
of cars daily passing to and fro between the various railroads 
of the United States is very large, and yet there is ne written 
code regulating the interchange, and no uniformity of rates ; 
the questions continually arising in the business are either 
put aside unsettled or are adjusted by the parties immediately 
concerned in a rough and ready way, pretty often on the prin- 
ciple that “ might is right.” The fact that there is no general 
code is not creditable to the railroad managers, and the sooner 
they set about the work of drawing one up the better. The in- 
terchange of cars is now a necessity which can never be avoided 
in the transportation of products of the field, the forest and 
the mine; the refusal of a road to interchange might be sui- 
cidal. Under such circumstances, with no recognized law, 
injustice must often be done. 

The general principles which should govern the interchange 
of cars may be stated thus: - 

ist. Foreign cars should be returned to the home road as 
quickly as possible. 

2d. Foreign cars, after being unloaded, should not be used 
by any road for any purpose except that of carrying a load 
home, or in the direction of home. 

8d. The owner should receive remuneration for the loss of 
use of his car in proportion to the time he is deprived of its 
use. 

"Bhese are the principles which are supposed to regulate the 
interchange now; unfortunately the practice does not accord 
with the theory. In the first place, as there is no penalty for 
wrong-doing, and 2s the owner receives the same allowance— 
viz., the mileage rate—whether his car be gone two days or 
two weeks or .wo months, if an intermediate road uses a for- 
eign car locally or sends itin a wrong direction, the owner 
must wait patiently for the return of his car and pocket the 
loss. 

As there is no penalty, there is no means of enforcing obe- 
dience to any rules that may be agreed on. For example, the 
first principle is that “‘cars should be returned to the home 
road as quickly as possible.” Who isto judge of this? The 
owner may complain of delay. The managers of the other 
roads declare, each one, that the car was passed over his road 
‘as quickly as possible.” Against such declarations the com- 
plainant has no appeal; a refusal to interchange might be 
ruinous. Consequently, in the present order of things, the 
road that runs its trains at a slow speed and that from 
economical motives keeps its rolling stock and working staff at 
a low figure has a decided but unfair advantage over those 
roads which are compelled, by their position and the nature of 
their traffic, to supply rolling stock and to keep an efficient 
staff. Again: the owner has no means of keeping track of the 
car and its movements after it passes off the home road. 
When the car is loaded from a station on one line to a station 
on another immediately connecting, not go much difficulty is 
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experienced in keeping control over it : but when it has to pass 
over two or three or more roads afi: . it leaves its own, the 
home road loses all control over the car, and must wait patient- 
ly until it returns and be content with receiving a fixed sum 
(mileage) whether the car be gone six days or six weeks. The 
theory of the present practice is that each road holds itself 
responsible to the one from which it received the car for the 
roads beyond it, and thus a chain of responsibility is estab- 
lished from the home road to the destination ; but it needs 
scarce a moment’s thought to understand the weakness of this 
chain of responsibility, and as the strength of a chain is mea- 
sured by its weakest link, so an ill-organized or unscrupulous 
road may work much wrong to many roads both near and re- 
mote. Suppose A, B, C, D, the four roads over which a car 
has passed and has not been returned in due time. A in- 
quires of B, and B of C, but D disputes with C and refuses to 
acknowledge any responsibility for the car. A cannot hold B 
for the value of the car, nor for demurrage; C and D are re- 
mote roads and deny their responsibility. What can A do? 
Under the present system it can do nothing at all; in fact, the 
present system plac.s the good at the mercy of the bad; the 
only advantage gaincd by a road that hurries foreign cars 
along is the clearing of its sidings ; for reciprocity in that line 
must not be expected. The car is not always returned by the 
route it traveled over first, so that not only is the owner de- 
prived of the use of his car a longer time than he should be, 
but the chain of responsibility is destroyed, and occasionally a 
road hauls over its length a foreign car without receiving any 
consideration whatever. A large proportion of foreign cars 
are loaded and unloaded by shippers and consignees, who, if 
not looked after carefully, keep the cars much longer than 
necessary. 


That miserable scarecrow yclept “‘competition,” which 
frightens away the senses of so many railroad men, is frequent- 
ly pleaded as the cause for long suffering on the part of railroad 
companies in this respect; but if truth were sought for, the 
revelation would be that the regard of a station agent for his 
personal popularity and benefit has more to do with forbear- 
ance toward consignees than any necessity induced by com- 
petition. Demurrage on foreign cars is probably not collected 
so promptly as on local ones, and when collected it does not 
always go to the owner of the car, to whom it rightly belongs. 


During times of local pressure there is strong temptation to 
use foreign cars improperly, which temptation is not always 
resisted. Sometimes from sheer carelessness of station hands 
and neglect of yardsmen foreign cars are used locally or sent 
in a wrong direction. In such cases, although no culpability 
may directly attach to the officials of the road, it is only fair 
that the owner of the car be compensated for the loss of its 
use. 

The car on arriving at its original destination is sometimes 
billed forward, the forwarding road taking credit for the addi- 
tional mileage, which should of course go to the owner. 

Cars have stayed away from their owners, frequently for 
months and have returned almost worn out: not a few have 
gone never to be heard of again by their owners ; some have 
been found by special messengers, in WORK TRAINS; some have 
been broken up in wrecks and not paid for although the debt is 
not denied ; in one case that I know of, a foreign car lay more 
than a month under load because of a dispute between the 
consignee and the delivering road; in another case, several 
foreign cars ran into a lake and spite of the remonstrances of 
the owner, who wanted them badly, they were allowed to lie 
for months. In addition to all these abuses, there is the con- 
stant one ‘ef excessive detention on the journey and at des- 
tination. 


The knocking about in yards and the damage resulting there- 
from must not be lost sight of. I doubt if it is an exaggera- 
tion to say that, hour for hour, acar is subject to more wear and 
tear while on station sidfngs than when running on the main 
line. 

Few roads, I imagine, have made calculations as to the cost 
of these delays to them. A feeling of despair has grown up 
which has engendered recklessness, and managers are more 
or less content to let these things regulate themselves, on the 
principle that ‘it my neighbors keep my cars I shall keep 
theirs ;” but one road that I know of calculated its loss during 
the three months of December, January and February last, 
with the following result : 1,300 cars passed off the road ; after 
allowing 24 hours for every hundred miles’ journey and two 
days at destination, it was found that the detention in excess 
of this very liberal allowance, amounted during the three 
months to 22,400 days, or an average of 17 3-13 days’ unneces- 
sary detention to each car. 


There were no blockaded rivers or obstructions from natura, 
causes in the territory through which these cars ran, so that 
no valid excuse could be given ; the fact was that the cars, in- 
stead of being returned promptly, were used in locai and op- 
position business. In one part of the country it is notorious 
that one of two rival roads detains its rival’s cars as long as 
possible, whenever it can get hold of them, and frequently 
ships them off to a distant point where they are used in local 
business. 

Now the questions to be considered are: ‘Is reform neces- 
sary ?” and ‘‘ What system is best?” If the first question were 
put to all the managers in the country, in spite of all the evils 
we have enumerated—which not a railroad man of experience 
will deny, or even claim to be exaggerations—quite a number 
would reply that they are satisfied with the present system. 
All roads, poorly stocked or badly managed are very well con- 
tent with paying mileage; it is so much cheaper than building 
ears or hiring them from rolling-stock companies, and it is 
such a comfort to know that whether jour employees are ac- 
tive and intelligent or not, and whether your locomotive power 
is sufficient or not, the worsi inconvenience you will be sub- 
jected to is the filling of your sidings with cars; then, too, 
when you have been unfortunaie enough to smash up a dozen 





cars or so, it is convenient to be able to immediately replace 
them with somebody else’s, and if the owner of the debris 
asks for the value of his cars, you can either turn a deaf ear or 
tell him to wait until you build him some new ones, which of 
course you cannot do until your financial prospects brighten 
(only you don’t tell him so), Also there is a great advantage 
in using other people’s cars when your road-bed is defective ; 
by and by, when you get more money and improve your road, 
you can build your own cars. Then, of course, if your local 
traffic is dull, rather than let your own cars stand idle you will 
send them off to earn mileage, and your friend’s cars can 
stand on your sidings until it is convenient to send them back 
empty. 

In whatever way it is viewed, the most economical plan is to 
have very few of your own cars, and to use as many of other 
people’s as possible, because when hard pressed you can al- 
ways use your neighbor’s cars in your local business for a few 
days without his knowing it or being able to prevent it, which 
facts are becoming so well recognized that some new roads do 
not own any cars. At this time, and possibly for some time to 
come, managements will have to economize, and not improba- 
bly the supply of rolling stock will fail to keep up with the 
increase of traffic; if so, unless the present basis of inter- 
change is abandoned and a proper one adopted, the old estab- 
lished roads will be at the mercy of the needy ones. 

The third principle of those stated above as the ones that 
should govern the interchange of cars is : ‘The owner should 
receive remuneration in proportion to the time he is Aeprived 
of the use of his car.” In the early days of interchange this 
principle was not of much consequence; the roads kept a 
pretty equal supply of rolling stock, and payments were made 
in kind; but a change has taken place, and mutual accommo- 
dation, is no longer the main object. Many roads do not 
pretend to pay in kind, or at anyrate only to a limited extent ; 
they prefer to pay for the use of other people’s carsrather than 
supply any themselves. The ‘‘through freight lines” are or- 
ganized on the basis of each component road’s supplying cars 
in proportion to the business done by it; but through freight 
is not carried exclusively in “line cars ;” in times of pressure 
every car available is used, and so it is that the cars put into 
the through business are not supplied in equal proportions by 
the roads using them. When the owner of a car lends it to a 
connecting road for the purpose of transporting the freight it 
contains, the implied contract is that the car shall be used for 
no other purpose, and shall not be kept away from its owner 
any longer than is necessary for the accomplishment of that 
purpose. One anda half cents per mile has been generally 
adopted as a fair remuneration to the owner, and as a method 
of computing which makes the rental of the car bear a pro- 
portion to the amount received by the company for transport- 
ing the freight; but, as stated above, it is implied that this 
rate shall cover rental only for the time necessarily consumed 
in hauling the car,to its destination and back by direct route ; 
if the car be delayed on the journey or at destination, or if it 
be used for any other purpose, the owner is entitled to extra 
remuneration at such rate as he may demand, or as may have 
been agreed on, and such rate need not necessarily have any 
relation to the cost of the car or interest on the cost—it should 
rather bear a punitive character; for if it be no more than 
ordinary rental of a car, then in time of pressure any road 
might forcibly detain cars in its local busizess and pay demur- 
rage to the owner, who might perhaps be also in urgent need 
of his stock and value its use at that time at four or five times 
the amount received as demurrage. The demurrage rate 
should, therefore, be accumulative— say 50 cents the first 
day, 75 the second, $1 the third, $1.50 the fourth, and so on. 

It appears to me very strange that the managers of well- 
equipped roads have allowed the miserable system of inter- 
change now in vogue to exist so long ; I cannot find that there 
have been many attempts to improve it, certainly no general 
movement. Five or six years ago there was a heavy inter- 
change between the Memphis & Charleston and the Mississippi 
Central railroads, the latter being very poorly stocked, while 
the former was well equipped. The Memphis & Charleston 
insisted on the adoption of a per diem rate, which did not 
prove satisfactory and was shortly after abandoned on account 
of the “complication of accounts” that ensued. Previous to 
1871, the Maine Central exchanged with its connections at a 
rate of four mills per ton per mile; its managers found that 
their cars were subjected to extraordinary detention on foreign 
roads, taking an average of seven days to perform 220 miles. 
A per diem rate of $1.50 was then insisted on, which has pro- 
duced such good results that the managers estimate the gain 
as equal toa 50 per cent. additional supply of rolling stock. 
In November, 1871, the ‘‘ Blue,” ‘* White,” and “ Red” lines 
adopted a demurrage rate of $2.00 a day for cars not unloaded 
within 24 hours after arrival at destination, and five dollars 
fine for mis-sending or mis-using ; but the rnles have not been 
very strictly enforced. 


Report of the Baltimore & Ohio Railroad. 





This company owns or leases the following lines : 


Main line, Baltimore to Wheeling. ....0........sssccsesescvesees 
Washington Branch, Relay House to Washington................ 81 
St:asburg Branch, Harper’s Ferry to Strasburg. 
Washington County Branch, Hagerstown Junction to Hagers- 


Metropolitan Branch, Voint of Rocks to Washington............ 

Parkersburg Branch, Graiton to Parkersburg............essee.: 

Wheeling, Pitisburg & Baltimore Railroad, Wheeling to Wash- 
Amgton, Pa. .....ccccccees--++ coccccevsccccevcceres 

Central Ohio Division, Bellaire to Columbus 

Lake Erie Division, Newark, O., to Sandusky..... 


gesees 116 
Newark, Somerset & Straitsville Railroad, Newark to Shawnee, O. 43 






The Metropolitan Branch was —— for traffic sy | 25, 
1873. Since the close of the fiscal year the section of the 
Washington City, Virginia Midland & Great Southern Com- 
pany’s Manassas Division from Strasburg to Harrisonburg, Va., 


49 miles, has been leased and added to the Strasburg Branch, 

The report of the President for the year ending September 
6 gives the earnings and expenses of the various lines 
as follows : 





| Per | 


Earnings. Expenses. | cont, |Net earnings, 














Main Stem, includ- 
ing Metropolitan, 
Wash’ngt’n Coun- 
ty and Strasburg 
Branches 


$12,252,843 78. $7,313,882 15 59.69 $4,938,961 63 








Washingt’nBranch 439,141 66 156,761 62 35.69 282,380 04 
Parkersburg ‘‘ 948,411 27, 831,257 64 87.65 | 117,153 63 
Central Ohio Div. . 1,045,447 62) 975,447 13, 93.30 | 70,000 49 
Lake Erie Division 777,006 12) 686,555 46 88.36 | 90,450 66 
Wheeling, Pittsb’h' | | 

& Balt. Railroad. 47,364 79) 46,654 61, 98.50 | 710 18 
Newark, Somerset! | | 

& StraitsvilleR.R. 185,326 30 126,494 03) 68.25 | 58,832 27 
i Serr $15,695,541 54) $10,137,052 64| 64.58 $5,558,488 9u 
Total for previous | | 

PB isissececvsses 13,626,677 31; 8,367,474 99, 61.40 | 5,269,202 32 
Increase........00- $2,068,864 23) $1,769,577 65|......| $299,286 58 


“ The earnings of the Main Stem and branches show an in- 
crease over the previous year of $1,598,372.16, and the working 
expenses an inorease of $1,191,482.22, leaving an increase of 
$400,889.94 in net receipts. The gross earnings of the whole 
system were at the rate of $16,841 per mile, and the net earn- 
ings $5,964, while the gross earnings of the Main Stem and 
branches were at the rate of $26,098 per mile. 

“The earnings of the Washington Branch were $439,141.66, 
showing a decrease of $41,505.38 compared with the previous 
year, and an increase of $11,562.24 compared with 1871. The 
expenditures charged amount to $156,761.62, being for improve- 
ments and for repairs of railway, depots, water stations and 
bridges, and for pumping water. During the year 878 tons of 
steel were substituted for iron rails, and 27,508 cross ties were 
also used. The partial expenditures charged, deducted from 
the revenue stated, made the sum of $282,380.04, showing an 
increase compared with the preceding year of $53,354.97. A 
dividend of 5 per cent. was paid on the 16th of October, 1872, 
for the half year terminated September 30, 1872, and on the 
17th of April, 1873, a similar dividend for the term ended 
March 31, 1873. 

‘In connection with changes in the grades of the streets in 
the vicinity of the present station of the Washington Branch 
of the Baltimore & Ohio Company in Washington, a purchase 
has recently been made of the square of ground No, 681, on 
North Capitol street, at a cost of $102,028.00. It is designed to 
construct upon this land a commodious station with every 
facility for the comfort and convenience of passengers. 

“The earnings of the Parkersburg Branch were $948,411.27, 
and the working expenses $831,257.64. The earnings were 
$121,608.33 more than in the previous year, whilst the expenses 
increased $118,995.90, showing an improved result compared 
with 1872 of $2,612.43. 

“Tt is shown by the report of the Transportation Depart- 
ment that there has been a contmuous large expansion of ton- 
nage of through merchandise East and West, viz: From 
557;609 tons in the preceding year to 640,265 tons. For 1871 
this traffic was 435,207 tons. 940,627 barrels of flour were 
brought to Baltimore during the fiscal year, showing an in- 
crease of 182,785 barrels. The present increased facilities for 
the transportation and transfer of grain, and those which will 
be afforded by the additional elevator now being erected at 
Locust Point wiil, it is expected, lead to a great enlargement 
of this important and valuable trade. The traffic in live stock 
exhibits an increase of 15,029 tons. The coal trade shows an 
aggregate of 2,505,629 tons, which includes 485,911 tons for the 
company’s supply. During the year 985 iron hopper and gon- 
dola cars, of eleven tons capacity each, have been added to the 
equipment. Facilities have thus been rn, furnished to 
supply the largely increased demand for coal. The policy of 
the Baltimore & Ohio Company in maintaining low and uni- 
form rates for its transportation continues to attract a steadily 
enlarging traffic. The charge for the transportation of coal 
has continued summer and wintcr without change for nearly 
six years. The reliance which can be pleced by consumers 
upon obtaining their supplies throughout the year without al- 
terations of the tariff causes this route to be preferred, and the 
city of Baltimore to be adopted as the port for supplies for the 
leading ocean steamship companies, and the manufacturers 
and railway companies of the States of New York and New 
England.” ~ 

“During the year 396,192 new cross ties, 8,510 tons of iron 
and 11,012 tons of steel rails were used for repairs and the con- 
struction of additional tracks on the matin stem. In all 351 
miles are now laid with steel. The work on the second, third 
and fourth tracks has been vigorously prosecuted and 42 miles 
have been taid during the year, besides seven miles of new 
siding in the different yards. During the year 90 first-class 
locomotives, 46 palace and passenger cars and 2,256 tonnage 
cars have been purchased or built at the company’s works. 
The equipment upon the Main Stem and branches now com- 
prises 513 locomotives, 307 passenger and baggage cars and 
10,841 house, stock and other tonnage cars. 

“The Metropolitan Branch was finally completed and opened 
for business May 25. The cost of this line, 42 miles long, was 
$3,583,497.63, but it is thought that the line will be of con- 
stantly increasing value. On its opening. the company re- 
duced freight rates from Cincinnati and her western points 
to Washington about 18 per cent. The through express trains 
from Baltimore are now all run over this branch. 

‘The work on the Baltimore, Pittsburgh & Chicago road 
has been vigorously prosecuted, and it is expected that the 
road will be all graded from the junction with the Lake Erie 
Division at Centerton, O., to within 30 miles of Ohicago. The 
rails will probably be laid to Deshler, on the Dayton & Michi- 
gan road, by the end of November. In order to be prepared 
for the increase of traffic from this new line, large improve- 
ments have been made en the Lake Erie and Centra. Ohio 
divisions.” e 

Reference is made to the European steamship lines running 
to Baltimore, the capacity of which has been increased during 
the year by two new vessels of 3,000 tons each. Reference is 
also made to the improvements now being made in the harbor 
of Baltimore and its approaches. 

The report speaks of the combination made last March by 
some of the leading railroad lines, which entered into an 
agreement to discontinue the running of postal cars except 
upon terms which could not be legally paid by the Post-office 
Department. The Baltiniore & Ohio company refused to enter 
into this combination, and tendered to the Postmaster Gen- 
eral the use of its lines and, with their consent, of its principal 
connections, with the proposition that the remuneration 
should be equitably adjusted at the convenience of the Govern- 
ment. This proposition was promptly accepted. 

‘“* The Marietta & Cincinnati, the Washington City, Virginia 
Midland & Great Southern and the Pittsbur_h, Washington & 
Baltimore companies dave continuously made important im- 
provements and extensions. In view of the great importance 
of these lines to interests with which the Baltimore & Ohio is 
identified, it has been deemed judicious to continue to extend 
to them material financial aid which their necessities de- 





manded, Itis hoped that the ultimate benefits to be derived 
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from these valuable auxiliaries to the trade of Baltimore will 
vindicate the liberal action of the company.” 

The report says: : 

“During the fiscal year the sinking fund for the redemption 
of the city loan increased to $1,538,853.20, showing a gain of 
289,300, Under the action of the sinking fund for the redemp- 
tion of the sterling loan of 1895, £52, of bonds have been 
purchased in London and cancelled, thus, at $4.84 per pound 
sterling, reducing the debt $251,680 and showing a gain during 
the fiscal year of £18,000,equivalent, at $4.84 per pound sterling, 
to $87,120. In accordance with the a on which the 
sinking fund for the redemption of the sterling loan, which 
matures in 1902, is established, £37,600 of those bonds have 
been retired and cancelled, thus, at $4.84 per pound sterling, 
reducing that debt $181,984 ; £24,000 per annum are appropri- 
ated for this sinking fund, which, with the interest accruin 
from its accumulations, will, itis expected, redeem and canc 
these bonds prior to their maturity. Semi-annual dividends 
of 5 per cent. upon the capital stock were paid on the Ist of 
November, 1872, and on the ist of May, 1873, respectively. 

“The liabilities of the company, meses with the state- 
ment of September 30. 1872, show the following reduction, viz: 
By the payment of the remaander of the second mortgage 
bonis of the Northwestern Virginia Railroad Company (now 
the Parkersburg Branch Railroad Compesiy), which were guar- 
anteed by the Baltimore & Ohio Railroad Company, and which 
matured January 1, 1873, the original sum having been $1,000,- 
000—$453,500.00. 


tofore Train mony yer is a 
of the Division, to succeed Mr. Oliver. — 

—At a meeting of the directors of the Poughkeepsie Bridge 
Company in’'New York, November 25 Mr. J. H. Linville was 
egnenes Chiet Engineer and Mr. J. Edgar Thomson Con- 
sulting Engineer. 

—At the annual meeting of the Old Colony Railroad Com- 


elected, as follows: Onslow Stearns, Uriel Crocker, Francis B. 
Hayes, Boston; Richard Borden, John 8. wos Fall River, 
Mass.; Oliver Ames, North Easton, Mass.; Charles F. Choate, 
Cambridge, Mass.; Samuel L. Crocker, Taunton, Mass.; Jacob 
H. Loud, Plymouth, Mass.; Royal W. Turner, Randolph, Mass.; 
Ephraim N. Winslow, Hyannis, Mass.; Priuce 8. Crowell, Den- 
nis, Mass.; Benjamin Finch, Newport. R. I. 


year or two past being Master Mechanic of the Aurora shops, 


Northwestern Marufacturing Company). 


James H. Home as General Manager of the Chicago & 


Chicago & Northwestern Railway, in place of Mr. John B. Wat- 
kins, who was killeda short time since. Mr. 8. J. Mills, here- 


inted Assistant Superintendent | the Eastern District of Wisconsin 


and before that Foreman of the Locomotive Shops, has re- : : , 7 
signed to accept a position in the great machine shops of the . bs - yong ee bn pn Ne a yee pee nel ~~ 
Crane Brothers’ Manufacturing Company, Chicago (formerly 3 at 6:30 ’ 33 


Colonel Howe, it is reported, will be appointed by President 

Grant to the vacancy in the United States District Court, for 
8 ; made by the resignation of 

Judge Miller, of Milwaukee. 

Milwaukee & St. Paul. 

Arrangements have been perfected between this company, 

the Wisconsin Central, and the Milwaukee & Northern, where- 

by these three companies will exchange business and work to- 


pany in Boston, November 95, the old Catala teatee. gether. The Milwaukee & St. Paul Company will run through 


assenger trains from Chicago to Green Bay on the first of 
cember, and after a time to Menasha and Stevens Point. 
Chicago & Alton. 

The bridge at Louisiana requires about two weeks of time 
to complete it; butas the weather is not likely to be very pro- 
pitious, it will probably take until about Christmas before it 
will be passable. The material is all on the ground, so that 


—Mr. Edward T. Prindle, for twenty years in the service of | the work cannot be interfered with by running ice. 
the Chicago, Burlington & Quincy Railroad Company, for a Chicago, Rock Island & Pacific. 


A slight change of time has been made in the arriving time 


rives at 6:30 p. m. 


—It is reported that Mr. H. H. Porter will succeed Col. Chicago, Pekin & Southwestern. 


The through trains from Chicago to Peoria over this road 


Northwestern Railway. Mr. Porter came into the North- | have been taken off for the winter and will not be run again 

‘**The liabilities also show the following increase, viz : a with er John x Tracy, —— —* mem- | until next spring. 

Preferred stock, second series, 6 per cent. currency.... $16,100 00 | ber of the Executive Committee since and one 0: the most 4 

Sterling Loan, redeemable in 1902.3 £1,700,000--$4.84 gold 8,228,000 | active of the board in the management of the road. Mr. Por- Chicago & Paducah. ‘ 
ter was in the service of the old Galena & Chicago Union Tracklaying has been commenced on the extension of this 





eS a 


$8,243,100 00 
“Tho profit and loss account. shows an increase for past 
year of $2,882,134.35. It will be seen by this account that the 
surplus fund, which represents capital derived from earnings 
invested in the various branch and connecting roads, and the 
great improvements that have been continuously constructed 
on the miin line, and which is not represented by stock or 
bonds, now amounts to $29,034,408.71.” 

During the four years ending with September, 1872, the ex- 
penditures of the company for new construction amounted to 
$4,718,300.78, and covered 68 locomotives, 2,913 freight and 
passenger cars, 22 miles of second track, various structures 
and machinery and real estate. For the followin year these 
expenditures amounted to $4,749.935.95 for 90 Lcesetien, 
2,302 caas, 42 miles of new tracks (2d, 8d and 4th), new hotels, 
mills, ete. Other expenditures have been: $3,583,497.63 for 
the construction of the Metropolitan Branch ; $3,982,480.04 for 








Railroad, the parent of the Northwestern, and was Genera 


was President of the former company. 


marle & Chesapeake Canal Company. 





TRAFFIC AND EARNINGS. 





Railroad for the year ending September 30, 1873,were: 


Expenses (5334 per Cent.)......sseececceccsccececcceneces 


—The Governor of North Carolina has appvinted C. C. Pool, 
of Pasquotank County ; A. M. Moore, of Chowan County, and 
E. F. Baxter, of Currituck County. State directors of the Albe- R 


road from Windsor, Iil., southward. It is expected that 15 


Superintendent ot the Michigan Southern at the time when miles of track will be laid this fall, which will bring the road 
Mr. M. L. Sykes, Jr., now Vice-President of the Northwestern, | t® the north line of Effingham County. 


Michigan Central. 

Wells, French & Oo., the contractors, have very nearly eom- 
leted a new bridge for this company over the St, Joseph 
River at Niles, Mich. 

Chicago, Burlington & Quincy. 

The new snops at Aurora are well ahead. The tools and . 
machinery are going into the blacksmith shop ; the chimney 


—The earnings of the Richmond, Fredericksburg & Potomac (ance wis Se ee Mage obese The water Site) Dagins So 


overtop the buildings around ; the slating of the car-shops 


is completed ; and the old Corliss engine house has been con- 
Gross earnings ($5,776 per mile)...........---+0-eeeeeees $496,744 25 P . g 
), 


verted into a pattern shop for the locomotive department. 
Men now work on eight hours time, beginning at 744 in the 























a Ee ae eee $031. 145 7] | Morning and stopping at 4% in the afternoon. 
‘ the Ohio River bridges; for retiring mortgages on the Parkers- _ — seis re pares cs hae he RA bg On the 18th, six extra and five regular stock trains passed 
burg Branch, $2,860,000 (leaving due but $140,000 of the origi- | _—The earnings of the Erie Railway for the second week in | through Aurora over this road, having in all 238 car-loads of 
‘ nal mortgage for the construction of that linc); $5,280,769.87 | November were: 1873, $424,369; 1872, $488,804; decrease, | stock. 
4 in retiring other bonds through sinking fands. The total of | $64,435, or 1334 per cent. arabia a 
. these expenditures is $23,574,984.22. . ~-The earnings of the Denver & Rio Grande Railway for the 
, Py. ons — of ne! yn — in ep ioe second week in we eo =e E 1078, passcngere, 733.02 ; 

£1,000,000, being the remainder of the mortgage loan o freight, $2,847.17; total, $6,580.19; 1872, total, $8,168.95; de-| __fr. ©. W. Smi » Indi ; 

: for £2,000,000, were negotiated in London on satisfactory saat. $1,588.76, or 193% per cent. gieicies ee, © on: Rane vy aot = Ra eer ny 

8 terms and at periods when the railway companies of America The receipts of the Pacific Mail Steamship Company for | has resigned that position on the Peoria & Rock Island. His 

i generally found it impracticable to effect loans in Europe. The | 46 five months ending September 30, 1873 rom | $3,012,299.72 - | resignation took effect November 17 ewe 
uniformly conservative and prudent course of the Baltimore & expenses, incladine de for 1872 and "1873 $2. 950 555. 79: 8 “i : 

Ohio Company in making moderate dividends, and in applying | j in the net earnings, $61,749.98. » P4,v0N,000.19;| —Col. John G. Stevens, now associated with Mr. Abram 8. 

@ its large additional earmings and resources to the construction | “© Spanaater ang eae ee ee Hewitt as Receiver of the New York & Oswego Midland Rail- 
14 of needed and important permanent works, and in securing | —The earnings of the Ohio & Mississippi Railway for the | road, was long connected with the Camden & Amboy Com- 
7 valuable connections, thus investing its undividtd net earn-| month of October were: 1873, $325,841; 1872, ,261; de-| pany. He was Superintendent of the Delaware & Raritan 
“ ings judiciously and steadily until its surplus fund amounts to | crease, $81,420, or 20 per cent. For the ten months ending | Canal until early in 1872, when he was chosen President of the 
© $29,034,403.71, a sum unprecedented in the history of railway | October 31, the earnings were: 1873, $3,078,360 ; 1872, $2,898,- | United New Jersey Railroad & Canal Company. 

4 companies in Europe or America, has attracted and com- | 685; increase, $179,675, or 67% per cent. Earnings per mile,| Concerning the financial position of the two great chiefs 
7 manded the confidence its system and policy merit. ‘At a | 1873, $7,833; 1872, $7,376; increase, $457, or 674 per cent. of the Pennsylvania Railroad Company the Philadelphia Public 
' period when the undertakings of other companies are sus- —The earnings of the Great Western Railway of Canada for Ledger says : “Col. T. A. Scott, one uf the indorsers of the paper 
¢ ror from their inability to obtain the capital required, it | the week ending October 31 were : 1873, £25,107 ; 1872, £24,897; | of the construction a ae of the Texas & California [mean- 
k 1as been — y dag recent a. ps } geo is every | increase, £210, or 0% per cent. ~ ans Pacific] _ ae company, oR * settle =— 

reason to believe that European capitalists will continue to : : olders in payments extendin rom two to twenty-four 

3 invest in securities of the Baltimore & Ohio Company to the Pe Nye ee ae ae Ad _ yy months. He robably speaks for his co-indorsers, except, 
‘i extent that may be desired to enable it to prosecute with vigor 500: increase, £6,800, or 16% per cent. er “ * | perhaps, Mr. Thomson and Mr. Houston, who owe with the 
2 to completion the great works in which it is engaged, and . Bagg a eee oe * R other three on only about $1,700,000, all which amount of 
€ which will prove of the highest value to the cities of Baltimore —The earnings and expenses of the Monadnock Railroad for aper, it is said, will be protected by poruees as it matures. 
. and Washington and to the States of Maryland, Virginia, West the year ending September 30, 1873, were : t 1s understood that Mr. Thomson’s liabilities, in connection 
4 Virgiuia, Ohio, Indiana and Illinois, and practically, in view | Earnings ($1,932 per mile).........--+sseeeeseeeereee eeecne $32,843 90 | with these indorsements, have been narrowed to about $500,000, 
a of the advantages of such powerful competing routes, to the Expenses (6434 PCT COMt.).....eecereeceereceereeeeves seeeees 21,117 36 | a sum quite within the means of his private fortune. So that 
y Southern, Southwestern, Western and Northwestern States : ej1 500 n | While the Pennsylvania Railroad Company is in no way con- 
ul generally.” Net earnings ($690 per mile)........s.esescesseeseees ona.s 54 | nected with the losses of the Texas & California Company, the 
y eemeiemeneniieenaitinae Interest.....+++seeereseeeeeeees Leet ee ee ee neeewaneeeeenens Perce 66 President of the Pennsylvania Railroad even is likely to main- 
re re ee, cea ee eat eer nee nee Aare tain his personal credit unimpaired. Colonel Scott is quite 
1- ELECTIONS AND APPOINTMENTS. RE nce o+seteatnonneneseumvonses ett i sanguine, if his creditors will extend to him the credit he sae, 
0 . oe cncuings of Go Chediine Betend for the year ending | 4}) will get their money ; if they should decline this, and press 
ie 2 yer & 2 : . . = » . r 
“ —CoL John C. Holland'has been re-elected President ; Henr a ae vatngs (90,508 por mile) qeenene 0 | — payment, they must be satisfied with what they 
w Grane, Treasurer; and W. W. Orndorff, Secretary of the Bal- + en th (18% ca aan. PRRs Deere ciate: Ja, me ne can get. 

timore & Catonsville Railroad Company for the ensuing year. | ~*?° ; pt eins whe THE “SCR AP 5 EAP 

n —Ata meeting of the board of directors of the Pacific Mail Net earnings ($2,071 per mile)....... se eee eeeeencens $184,295 80 HEAP. 
2- Steamship Company in New York, November 18, Mr. Rufus} -—The earnings of the St. Louis & Southeastern Railway for . 
1 Hatch was chosen Vice-President, in place of 8. H. Holman, | the first week in November were: 1873, $26,444.38 ; 1872, $23,- Train Wreckers. : , 
d removed. Mr. Russe!l Sage was mete President pro tem. | 979.86 ; increase, $2,464.52, or 1044 per cent. On the Quincy, Alton & St. Louis Railroad, several attempts 
38 during the absence of Captain Bradbury in California. —The earnings of the St. Louis & Southeastern Railway have been made to wreck trains between Quincy and Hull’s, 
xd —The new board of directors of the New Haven, Middletown } (consolidated) for the second week in November were : 1873, | 824 last September, near Rockport, s hand-car was thrown off 
38 & Willimantic Railroad Company has elected the following | $4.788.2:; 1872, $22,971.02; increase, $1,817.22, or 77% per | bY #0 iron wedge which had been driven in at the side of a rail 
se officers: President, Julius Hotchkiss; Secretary, Albert G. | cent, seriously injuring one man. The wedge was discovered an 
8. Pike ; Treasurer, A. M. Colegrove. = ——— - hg wt yk | any ES — = a 
“ —At the annual meeting of the Monadnock Railroad Com- CHICAGO RAILROAD NEWS. a for trial. x : —_ 
any in Peterborough, N. H., November 17, the old board of —_—_ On the 1st of October obstructions were discovered on the 
a directors was re-elected, as follows: J. H. Bradley, Peter Up- Chicago & Northwestern. track of the Chicago & Northwestern Railway, about two miles 
18 ton, East Jaffrey, N.H.; H. K. French, Jonas Livingston, | “ig company has removed its general offices to the new | west of Boone, Iowa, by an extra freight, which was running 
n- Peterborough, N. H.; J.H. Fairbanks, Winchendon, Mass.; | jyilding just completed at the corner of Kinzie and North | ahead of an express said to have had half & million ot money in 
e- = A. Blood, Fitchburg, Mass.; Willis Phelps, Springfield, | yarket streets. The building is constructed of brick on a | the express car. On the 4th a similar attempt to wreck a train 
ts AAS. ’ 1 ‘ tthe Washiu CG + Railroad stone foundation, three stories in height above the basement. | wags made a mile and a half west of Grand Junction, when a 
ns —At the annual meeting of the Washington County Railroad | Tt has a frontage of 186 feet on Kinzie by 60 feet on Market | mail train actually ran over a tie and a stone. 

Company in Hagerstown, Ma., November 18, the old board of | gircet. The structure is a substantial and a most commodi-| On the night of the 18th of October, an express train with 
1d directors was re-elected, as follows: Johns Hopkins, aa ously appointed building. The basement contains the boilers, | nine ggaches was thrown from the track by three ties which had 
1e Cheston, Robert Fowler, Baltimore, Md. ; Peter B. Small, G. | turnaces and fuel rooms, a lunch room 28x60 feet in size, a | been placed across the track near Verona, N. Y., on the New 
ie S. Kennedy, E. W. Mealey, Jacob A. Miller, Hagerstown, Md. | kitchen farnished with cooking range and all the stoves and | York Central & Hudson River Railroad, and the fireman had 
1e ines coke eo — President and Peter B. Small, | utensils for the proparstion of oe The Purchasing | his leg broken, — — _ me —_ a — met a similar 
i- paary § are Agent has a room also in the basement for storage purposes; | obstruction which it brus aside without damage. 
sd —At the annual meeting of the Montpelier & White River oni there are besides the above named rooms, : mailin The Nashua (N. H.) Telegraph of November 10 says: “Last 
e- Railroad Company in Barre, Vt., November 13, the following | room and apartments to be devoted to the company’s surgical | night, when the Sunday passenger train was nearing the city at 
io directors were chosen: Josiah Wood, E. E. French, N - | staff. The first floor contains rooms for the use of the General | , speed of forty miles an hour, the locomotives struck a ‘gig- 

Braley, Barre, Vt. ; John Lynde, Milton Martin, Williamstown, | Freight Agent, ti e Division Superintendents, the Purchasing ger,’ in other words, strips that are framed together for the 
ug Vt.; Marcus Peck, Brookfield, Vt.; George O. Davenport, | Agent, Ticket Agent and the conductors. The General Freight urpose of turning a hand car, that some miserable scoundrel 
. 7 r * ? r : . ’ i ’ 
1g pendcipk, Vt. The board subsequently elected Josiah Wood, | Agent’s room is 23x97 feet in size, conductors’ room 23x50 ee placed upon the track evidently for the purpose of wreck- 
is resident, and L. F. Aldrich of Barre, Clerk and Treasurer. feet, and the General Ticket Agent's room 70x23 feet. The ing the train. The engineer, Mr. Oliver Clark says that when 
or —Mr. Edward White, formerly, for 17 years, in charge of the — — — = — di 2 Eee ee the locomotives struck it seem as though its forward evd was 
™ locomotive pattern shop of the Chicago, Burlington & Quincy | ¢rintendent and General Manager and President. The third thrown a foot or more into o air. It fortunately came back 
z Railroad at Aurora, is now Superintendent of Cars of the floor contains the rooms of the telegraph operators, the Chief upen the track all sight, one the tenin crashed © ene pansed 
pt ee eee are eng Engineer, the Land Department, and of the draughting de- | % himacit as not desirous of taking such fearful shanoce again. 

5] ry ° 
ce —At the annual meeting of the Richmond, Fredericksburg | partment of the Engineer. <3 This is the second attempt to wreck a train coming into this 
er & Potomac Railroad Company in Richmond, Va., November | The rooms are all large and very commodious, and fitted city within a few weeks, the first being on the flying switch at 
m- 19, the following directors were elected: H. A. Claiborne, OC. 8. | with the most ap roved equipment for comfort and the dis- | 446 Concord depot, some one opening a switch which the 
al Mills, Philip Haxall, Richmond, Va.; Elihu Chauncey, Phila- patch of work. The building is amply protected against dan- | },,.;eman discovered in season to save his train. No punish- 
on delphia, Pa. Andrew Johnston, of Richmond, is director on | ger from fire, iron pipes connected with the street mains | nent can be too severe for such fiends should they be caught.” 
n- behalf of the State of Virginia. Mr. Haxall takes the place of | being distributed in all 8, and in addition a tank is con- 

W. B. Myers. John M. Robinson, of Richmond, Va., was re- | structed just below the roof which will always contain some Old Oonductors. 
ia elected President. 8,000 gallons of water. All the floors and all the rooms are| Mr. Charles Moore, a conductor on the Morris & Essex Divis- 
& Col : : ‘ rovided with strong, fire-proof vaults. An elevator for the | ion of the Delaware, Lackawanna & Western Railroad, has been 
m- —Col. Robert Andrews, formerly Superintendent of the ransportation of fuel from the basement to any room in the | on the Morris & Essex road for 28 years. Three other con- 
ov ae Division and later Chief Engineer, has been appointed building has been provided, The entire cost of the building | ductors, Messrs. Hulmes, Johnson and Corby, have been on 
ro ser a al Superintendent of the Toledo, Wabash & Western | jg $190,000. the for terms varying from 15 to 20 years, while Mesers. 
nd way, to succeed Mr. George H. Burrows, Col. James H. Howe, General Manager of the Chicago & | Hubbard, Ailen and Sayres have run nearly 15 years. Mr. Moore 
le- 





—Mr. J, 8. Oliver, heretofore Assistant Superintendent, has | Northwestern Railroad, has resigned his position, the resigna- | has served under 11 different superintendents, and is, we be- 
ed been appointed Superintendent of the lows Division of the | tion to take effect as soon as his succegsor can be appointed. | lieve, the oldest officer on the road, ' 
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Editorial Announcements. 


Removals.—The Chicago office of the RAILROAD GazETTE has been 
removed to No. Ti Jackson street, opposite Third avenue. 

The New York office of the RatuRoap Gazette is removed to Room 
131,.No. 73 Broadway, opposite the upper elevator landing. 





Correspond We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 

Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, ete. ; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay Uberaly for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especially desired. 








TESTING LOCOMOTIVES, 


Accurate records of carefully conducted experjments 
made with good locomotives are always valuable and contri- 
bute much useful information, aud do more to improve the 
economy of such engines than purely theoretical specula- 
tion will. Aun account of the method which was recently 
employed to make a series of tests of locomotives on a 
leading railroad may therefore be of interest, and possibly 
have some value to those who intend to make similar ex- 
periments. 

The tests referred to were made at the tequest of the 
Superintendent of the lino, aud for the purpose of eliciting 
information for the use of the officers of the road. The 
kind of information sought may be inferred from the fol- 
lowing directions given by the Superintendent to the per- 
son emp'oyed to make the exper:ments: 


‘It is desirable to ascertain and state: 
‘** The dimensions of the engines compared as to diameter 
of cylinder, stroke, diameter of boilers, exhaust nozzles, etc., 


etc. 
“9. Their weight and the distribution upon driving 
wheels. 
“3, The weight of the train hauled. 
“©4, The weight of coal consumed in hauling the same train 
over the same route by each engine. 
«5, The quantity of water evaporated by each engine in 
doing the work. 
«6. The relative amounts of smoke and cinders which es- 
caped from the smoke stacks. ; 
«7, The temperature of the gases escaping. 
“8, The tractive resistance of the train at the same 
as indicated by a dynamometer during the trips of eac 
ine. 
en 9. The pressure of steam in the cylinders of the several 
engines, as shown ry br aparce diagrams, the pressure indi- 
cated in the boilers being recorded at the same time. 
*©10. The time occupied in making each trip and between 
points, which should be as nearly uniform as possible. 
“11. The temperature of the air at starting, in the midflle, 
and at the end of each trip. 
*© 12. The temperature of the water in the tenders.” 
The object of making the experiments was to determine 
the relative economy of working of two different classes of 
engines. In order thet they might do as nearly as possi- 
ble the same work, a train of freight cars was loaded with 
sand and stone, the stone on platform cars, and the sand 
in box cars, so as to be protected from rain. These cars, 
with the sarse loads. were used for all the experiments. Be- 
fore running the cars their journal boxes were carefully 
examined and put in good condition and thoroughly oiled, 
and each car weighed. The boxes were all oiled before 
each experimental trip, which consisted of a run of 72} 
miles and back, making 145 miles for each engine. Two 
series of experiments were made with an ordinary train of 
30 cars, and two more with a train of 40 cars, which latter 
was the maximum load the engines could pull. The ob- 
ject was to determine the relative economy in doing ordi- 
nary work, and then to test the engines with their maxi- 
mum loads. 


To determine the weight of the engines, they were 


laces 
en- 





weighed with steam on, and as nearly as possible in the 
condition they were in while working on the road. The 
weight on drivers and truck was weighed at the same time. 
After the engines were weighed with steam on, all the 
water in the boilers was blown out, and the engines weighed 
empty; so as to determine the capacity of the boilers. 

The weight of the coal consumed was ascertained by first 
sweeping out the tender, and then carefully weighing the 
supply to be used, and on returning weighing what was 
left. The difference cf course gave the amount consumed. 
In order to get as nearly as possible the same quality of 
coal, cars just from the mines were set aside and the sup- 
ply taken from them. For the first experiments the coal 
was taken just as it ran on the cars, but as some qnestion 
arose regarding the relative amount of fine coal used by 
the different engines, in the subsequent experiments it was 
picked by hand, and only lumps were used, so as to make 
the fuel uniform for each engine. 

The quantity of water evaporated was determined by a 
gauce consisting of a wooden float placed on the surface of 
the water through the man-hole in the tender. To this 
float was attached a wooden rod or stem, which was grad- 
uated in inches and moved easily through a hole ina 
board whieh rested on the coping of the man-hole. By 
observing with this gauge the height of water in inches as 
indicated by the position of the stem in relation to the 
board referred to, after and before the tender was filled, 
the difference would of course give the number of inches 
of water used. The quantity of water contained in each 
inch indicated by the gauge was ascertained by placing the 
tender on a track scale and then measuring the water in it 
and weighing the tender. The water was then allowed to 
run out until the gauge indicated 12 inches less than at 
first. The tender was then weighed again, and the differ- 
ence in weight showed the weight of 12 inches of water, 
from which of course the weight of an inch was easily de- 
termined. In making experiments care should of course 
be taken to stop all leaks about the engine and tender, and 
no water should be wasted by the injector, or for wetting 
coal, as is usually done. 


The relative amount of smoke and cinders which escape 
from the smoke-stack is more difficult to determine accn- 
rately than almost any other phenomenon about the work- 
ing of ac engine. The only method employed in the ex- 
periments we are describing was to watch the top of the 
chimney when fresh coal was put on the fire and see 
how many secouds black smoke escaped from it. This of 
course was not a very positive or accurate way of estimat- 
ing, but it gave approximately correct results. To deter- 
mine the quantity of sparks which escape we know of no 
better way than to watch the engines while working hard 
at night, when the sparks are visible. 


The temperature of the gases in the smoke-box was 
taken by a pyrometer, the stem of which was inserted in- 
side immediately in front of the tubes. An observation 
was taken from this and recorded every minute, and at the 
same time a boy in the cab noted the steam pressure from 
the gauge. Such recovds were taken for a distance of 30 
miles, and again on the steepest grade on the roa, so as to 
show the temperature at ordinary 9nd again when doing 
the heaviest work. The instrument used was made by 
Tagliabue, of New York. 

An effort was made to ascertain the resistance of the 
train from a dynamometer placed between the tender and 
the front ear. The instrnment used was composed of 
coiled springs, arranged with a rack and pinion so as to 
operate an index finger which indicated the strain on the 
springs. We have already (in the GazerrE of September 
6) referred to the difficulty of determining the resistance 
of a train from such an instrument. It will only be neces- 
sary to say here, that in order to ascertain correctly the 
resistance of a train, some means must be taken to deter- 
mine the specd, which is a very important element in the 
problem. 

The application of the indicator and the method of do- 
ing it we will describe more at length in a future number, 
as we are having some engravings prepared to illustrate it. 

The running time was ascertained by noting the time of 
arrival and departure at each station. The road on which 
the experiments were made unfortunately had no mile 
posts, otherwise the time could have been noted with 
much greater accuracy by recording the timie of passing 
each post. The running time was made as nearly uniform 
as possible by making up a time table of the running 
time on the first day, and obliging the locomotive-runner 
on the second engine to conform as nearly as possible to 
the running time of the first. One of the chief difficulties 
is to keep other trains out of the way, and special arrange- 
ments should be made with the train dispatcber to give 
the experimental train the right of way over all, excepting 
perbaps express passenger trains, as it makes a very ma- 
terial difference in the amount of fuel consumed if an en- 
gine is cbliged to back into side tracks, and do similar ex- 
tra work. After the experiments were completed, the run- 
ning of the different trains was carefully plotted on a sheet 
of profile paper, soas to show clearly their running time 
jn relation to each other, The horizontal lines on the 





paper were made to represent distance and the vertical 
lines time. Black horizontal lines were drawn at the 
proper position to represent the stations. The path of 
the different engines was then drawn with different col. 
ored inks, as follows : engine No. 1 lett station A at 8:55 a. 
m., and reached station Bat 9:19. The line representing 
ita path therefore begins at the intersection of the vertical 
line which indicates 8:55 a. m. with that representing sta- 
tion A, and is drawn diagonally downward to the inter- 
section of the 9:19 a. m. line with station B. The train 
reached station @ at 9:41. The line showing its path is 
therefore carried down from B station to the intersection of 
the 9:41 line with the line representing station C If the 
train left C at say 10:15, the line representing its path 
would be moved along, and not start irom the station until 
the time of leaving. In this way the length of the stops 
as well as the running time is clearly represented, and 
when the paths of two or more trains ere represented side 
by side, their rate of inclination and position shows at a 
glance exactly how the trains ran and their relative run- © 
ning time. To represent the return trip the direction of the 
lines was of course reversed vertically, but not horizontally. 

"The temperature of the air was of course taken with an 
ordinary thermometer; that of the water in the tenders in 
the same way. The latter we do not regard as of muchim- 
portance, as the temperature soon changes after running a 
short time in the tender. 

In making such experiments it will be found that one or 
more assistants are necessary, besides the train and engine- 
men, as often one man cannot be at two places simulta- 
neously or do two things at once, as is often necessary. This 
is especially desirable if there is any rivalry, as there is al- 
most certain to be in such experiments. The men who run 
the engines and others will be sure to feel a pride in win- 
ning over their competitors, so it is often desirable to 
change the men from one engine to the other, and at the 
same time exercise the utmost vigilance to prevent any 
unfair play. 

Great caution must also be taken to insure accuracy in 
the instruments used. Scales should be tested before 
weighing the coal or engines. Steam gauges will be found 
especially liable to inaccuracy, and should ke tested daily, 
and the safety-valves set to blow off at the maximum pres- 
sure. The kind of pyrometer used in the experiments we 
are describing is tested by immersion in steam, whose tem- 
perature is ascertained by a thermometer. In this way the 
scale is graduated from say 50 to 450 degrees, and the 
higher temperatures are graduated on the same scale, on 
the supposition that the expansion of metals upto the 
melting point is proportional for all temperatures. It will 
however, always be a useful precaution to use two pyrom- 
eters in the smoke-box at the same time, so that the one 
may be a check on the other. 

An engine after it is put in complete order for experi- 
menting should always be run at least one trip to ascer- 
tain whether it is in good working condition, as there are 
so many parts which are liable to get out of order that 
unless the utmost caution is used some of them will fail 
during the {rial, which is of course liable to vitiate the 
experiments. 

We have several times called attention to the valuable, 
results which would be likely to follow from a series of 
compelitive tnals with locomotives built by diffcrent 
makers. We are all familiar with the announcements of 
horse races which annually attract so much attention, and 
absorb so much moncy in all partsof the country. It 
would certainly be a much higher and more useful form 
of racing if all the skill and science which can be so effec- 
tively applied to the construction and management of 
locomotives were enlisted in competing for success in a 
field where success would have so much value. The com- 
petitive trials of portable encines in England have resulted 
in a degree of improvement in the construction and econ. 
omy of operation which probably would never, or at least 
not for a long time, have been reached without this stimu- 
lus. We should like to see this subject taken up by either 
the Master Mechanics’ or the Superintendents’ Association. 








THE RAILROAD QUESTION IN MEXICO, 


The question with Mexico is and long has been, how to 
get railroads at some rate or other. The interior for some 
distance around the city of Mexicois quite thickly peopled 
and has a number of large cities atno very great distance 
from each other, and not only has there been no railroads, 
but there is scarcely a civilized country on the globe so 
poorly provided with water communications, natura! or 
artificial. The great table Jands where the greater part of 
the population live have scarcely any navigable streams, 
and no chains of lakes which serve as an outlet to the coast 
or for intercommunication, and until recently all exports 
end imports were drawn over mountain roads to and from 
the sea coast. One great obstacle to the establishment of a 
railroad system was the extremely difficult nature of the 
route from the Atlantic to the interior tablelands. The as- 
cent is made a-most at once, and can only be made practica- 
ble for a railroad by very costly work. This, first connec- 
tion of the interior with thesea was completed nearly a 
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year ago, however, by an English corporation, the ‘‘ Mexi- 
can Railway Company,” which last January, after many 
years’ work, interrupted by wars and revoiutions, comple- 
ted a railroad from Vera Cruz, the chief port of the Re- 
public, to Mexico, its chief city and center of population 
and internal commerce. This was an enormously costly 
work, but it is, to the country, something more than a 
meie connection between two cities; for it opens « route 
for the whole interior, heretofore cut off by the steep de- 
scent to the plains of the aguas calientes, to the sea, which 
may be readily made the outlet of a great system of rail- 
roads of only moderate cost penetrating all parts of the 
country where there is considerable population and traffic. 

Now the cost of the Vera Cruz & Mexico line has been 
so great, and the returns to those who invested in it so far 
so small, that there has not been any disposition 
of capital toward that country for investment in new rail- 
roads since Mexico was connected with the sea. though, 
as we have seen, construction has been made possible by 
the opening of this route for materials, and will probably 
not be unusually costly in the districts which now need 
railroads most. 


The growth and prosperity of the country, however, is 
so dependent upon the construction of such new lines, 
that, ever since the death of Juarez and the establishment 
of a degree of order such as the nation has hardly known 
before since it became independent, there has been an 
eagerness to secure a railroad system which seems to have 
raised this question in the popular estimation (if we may 
believe the Mexican newspapers) to tie first rank in the 
polities of the country. And the inquiry seems to have 
been, how most certainly and quickly can Mexico obtain 
railroads? There has seemed absolutely to ba n> difference 
of opinion as to the necessi y of doing whatever might be 
necessary to get the railroads; the division has been in 
opinions as to the best means. 

There were last winter, as we have informed our readers, 
two parties in Mexico offering to undertake the construction 
of a system of railroads. One of these consisted chiefly 
of the New York capitalists who are interested in the Iuter- 
national & Great Northern and the Houston & Texas Cen- 
tral railroads (including some of the wealthiest men in this 
country, such as William E. Dodge, Moses Taylor, W. W. 
Phelps, ete.), and represented by Mr. Edward Lee Plumb, 
formerly Charge d’Affaires of the Ynited States in Mexico, 
for mavy years a resident of that city, intimately acquainted 
with the character of the people and the resources of the 
country, and personally with a great many of the leading 
men of the republic. It was called the International Rail- 
road Compiny of Mexico. The other was the ‘* Union 
Contract Company,” composed chiefly of Philadelphia 
capitalists, including some Pennsylvania Railroad men, 
and representing a great deal of wealth. This company 
was represented last winter by General Rosecrans, and 
purposed to construct a system of railroads of three-feet 
gauge. 

Near the close of the session of Congress last spring, the 
administration concluded a contract with Mr. Plumb, for 
his proposed system, which then had to be submitted to 
Congress for its approval. That body was suppcsed to 
favor the Rosecrans project; but it refused to take the 
steps required of it in bebalf of that scheme, and the ses- 
sion closed with nothing further done than the indorse- 
ment by the administration of the Plumb project. 

A vew Congress met last September, and it soon ‘ap- 
peared that the Union Contract Company had not given up 
the field to its rival, but was ready under the management 
of Mr. James Sullivan to make new terms, and more 
acceptable ones; for its new proposal offered to make the 
lines of its system of the standard gauge if required, thus 
conforming with the costly line already constructed in 
Mexico and with the system of the adjoining republic of 
the United States, with which a considerable interchange 
of traffic may some day be expected. Soon after the 
opening of this session a third party appeared upon the 
scene as a competitor for the contract. This was an asso- 
ciation of fourteen merchants resident in Mexico, six of 
whom are said to be natives and eight foreigners, who are 
spoken of usually as the ‘‘Mexican” company, though 
they seem to have had no organization in a corpora- 
tion under a name when competing for the contract. 
The only persons in this company whose name: we have 
learned are Esteban Benecke, of Esteban Benecke & Co.; 
Guillermo Barron and David Ferguson, of Barron, Forbes 
& Co.; Carlos Felix, of Augustin Gutheil & Co.; Messrs. 
Lascurain, Camacho, Valle, Lizardi and Emilio Velasco. 

This week atelegram from Matamoras announces thai 
the con‘ract has been granted to this Mexican c>mpanuy. 

The tone of the Mexican papers wa have seen would lead 
one to suppose that nothing could be hoped from a Mexi- 
can company, simply because no such company could com- 
mand or influence the necessary capital, However, we 
must say that Mexican papers are usually very partisan, 
and when they oppose a person or a measure they are like- 
ly to condemn wholly. 

The statement we have seen of the purposes of this Mex- 
ican company are contained in an abstract of the contract 





which it purposed to make, drawn for the purpose of com- 
paring it unfavorably with another company. According 
to this the company to be formed will have a board of five 
directors, three chosen by the stockholders and two ap- 
pointed by the Government. The system which it pur- 
poses to construct is, we understand, very like those of the 
other two companies, comprising a line from Mexico to the 
Pacific, a line from Lagos, on the above, to the Rio 
Grande, and number of branches to the more important 
cities; the total length of line is to be 2,621 kilometres, or 
1,625 miles. Construction is to be begun within nine 
months from granting the concession, 62 miles is to be 


completed within the fifteen months following, 
and 75 mil:s each year thereafter, and the 
whole system completed within ten years. The 


railroad company is to receive from the Government 
a subsidy of $9,000 per kilometre, or $14,500 per mile, 
and the right to export free of duty $800,000 of silver 
yearly for twenty-five years, tuere being now an export 
duty of five per cent. This would add a yearly subsidy 
of $40,000 for that period. The payment of the subsidy 
shall be begun when the company shall have 31 miles of 
railroad completed, and afterward for every section of ten 
kilometres (6}) miles). This subsidy is made payable not 
in cash, but in a special pyper which becomes the sole 
legal tender for 8 per cent. of all eustom-house duties, 
which is much the s.me as assigning that proportion of the 
customs as a subsidy to the railroads. If the whole sys- 
tem shall be finished in eizht years instead of ten, the 
Government is to pry a premium of $400.000. The gange 
is to be the standard 4 fet 8} inches. The comrany is to 
give bonds in the sum of $400,000 for the execution of its 
contract within eight months from the time the contract is 
awarded. 

This proposition may have been modified since it was 
presented; and, indeed, it is not impossible and hardly 
improbable that the so-called awarding of the contract is 
nothing more than a report of the Committee on Industry in 
favor of awarding it tothe Mexican company. Our last 
mails contained the information that the matter was before 
that committee, which was trying to secure a consolida- 
tion of the three companies. 


We know absolutely nothing of the Mexican company, 
but it will hardly be an unwarrantable statement to say 
that neither it nor either of the American companies would 
stand any chance at present of securing the necessary cap- 
ital. Some of the capitalists in one of the companies, and 
these reckoned the richest, have had their paper protested, 
and are too busy in asking extensions to think of making 
or securing advances to new schemes. Mexico will have 
to wait, we ferr: and it seems a pity, too; forthe ceuntry 
really seems to be suffering for them, and if order can be 
maintained as well as it has been fora year back, a judi- 
cious and not too costly a system ought to find abundant 
support. Moreover. just at this time, when the trained 
railroad builders of this country are likely to find very little 
to do here for some time, it would be very convenient if a 
field could be opened for their activities in Mexico which 
o1n be reached now (the city) in six days from New York. If 
Mexico can raise the money, it will hardly find a more 
favorable time for building railroads than now. It would 
find in this country thousands of eager competitors for the 
materials and work of construction, and cheaper prices 
than have been scen on the continent for many a year. 
But it is with this as with everything else; things are 
cheap because there is very little money, without which 
not even cheap things can be bought. 








The Costliness of Accidents. 


A correspondent, in a letter published elsewhere, in- 
quires whether our railroads can afford to kill and maim 
the great numbers of people who fall victims to accidents, 
as reported in our pages. He makes an estimate of the 
amount paid by the companies for damages to the wounded 
and to the heirs of the killed, and finds the sum very large. 
Avart then from any considerations of the sacredness of 
human life or the duty of carriers to protect the bodies of 
those entrusted to their care, he puts the question simply 
As an economical one: whether the money paid on account 
of the accidents—or lost on account of them, as he would 
probably include—is not absolutely greater than the ex- 
penditure necessary to avoid the accidents altogether, and 
thus save at once the lives and limbs and the price paid for 
them. This is one of the first questions to occur to the 
man who begins to study the subject of accidents, though 
it is not always put inform. But one can hardly study 
the subject of accidents and the means of avoiding them 
without the idea of a debit and credit account in which the 
cost of provisions against accidents shall be put opposite 
the cost of the accidents which they prevent. 

Certainly if any one has reason to know and lament the 
cost of railroad accidents it is railroad managers; and 
scarcely any other person does have an adequate idea of 
the costliness of wrecks, though it is common enough for 
men who have occasion to comment on accidents to grave- 
ly call the attention of railroad men to the fact that really 
they would make more money in the long run if they did 








not kill or wound anybody. Still it is quite true that railroad 
managers do not always have a sufficiently keen sense of the 
cost of accidents, or, indeed, of their responsibility for 
them ; just as most men in other occupations fail to feel 
sufficiently their responsibilities. They will hardly get it, 
however, by contemplating the aggregate, so well 
as by particular cases. There are now doubtless more 
losses of life in our inland waters, with hardly a tithe of 
the passenger movement, than on our railroads. Yet 
railroad accidents are much more talked of, being indeed 
at once very much more frequent and less fatal. The 
wreck of the Atlantie sacrificed more lives than all the ac- 
cidents of all railroads in the United States for a year re- 
ported in our record ; and we recollect distinctly an acci- 
dent to a steamboat on the Mississippi River, in 1865, by 
which four times as many lost their lives, 
simply contemplate the figures, 
a secondary thonght to railroad accidents, and 
give our first and greatest efforts to increasing 
the safety of those who travel by water. The 
world seems to have settled down to the feeling, however, 
that we cannot reach safety in navigation, and that indeed 
we cannot much improve it, based probably on the experi- 
ence ot generations; though those who know the construc- 
tion and ordinary management of Western river steam- 
boats doubtless could tell us that there is room enough for 
such an improvement as would save more men than the 
railroads kill. But, so far as the railrouds are concerned, 
if not the public, the question is not whether they kill 
more or fewer people than the steamboats, or even a great 
many or comparatively few people; but whether they might 
not kill less. A Sultana may go down with twelve hundred 
souls, or an Atna blow up with a hundred, and these cas- 
ualties may be entirely preventible: this does not change 
the responsibility of the railroad company, which is bound 
to see that it leaves nothing reasonable undone to make iis 
traffic safe. The economy of such a course is not so well 
taught byasum of expenses of $2,300 000 falling upon 
70,060 miles of road, makiny a tax of Jess than $35 per 
mile, or about 0.15 of one per cent. on the average capital, 
as by such a case as the Revere accident, costing a single 
company in the neighborhood of half 
lion, & sum greater than a year’s profits 
the proprietors; so that a man whose whole 
fortune was in this company’s stock had the egniv- 
alent of a year’s entire income swept away by that casual- 
ty. Railroad officers and stockholders are not too stupid 
to feel the lessons so conveyed, and the efforts made ‘or 
safety on some lines may be described as desperate. That 
they are not wholly successful is quite true, but is no 
proof of lack of appreciation or lack of effort. It may be 
in lack of wisdom; but that isa disease which we a'l die 
of, nearly—cut off before our time by reason of having 
done or neglected to do something which we thonght in- 
different or unimportant. 


Tous if we 
we shall give but 


mile 
to 
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While there is great room for improvement in the safety 
of railroad traveling in this country and elsewhere, itis 
not likely that such improvement will be very sudden or 
rapid. This work is one which requiressomething like the 
development or growth of a nation or class. We ave in- 
clined to think that a severer discipline of the working staff 
of a railroad would do more than any other thing to elim- 
inate accidents; and yet to introduce and maiutain 
suck a discipline would be almost like a revolutio», npset- 
ting the habits and practices of not the single class of rail- 
road men alore, but the whole nation as it were, which 
has got into the habit of doing its work in a sort of free and 
easy way, likes its way and kicks lustily against any effort 
to makeit take up another. Our so-called disciplined 
bodies, such as our police and fire departments, are exam- 
ples of this, and almost the only notable excepticn is our 
regular army, which is hardly large enough to make any 
impression; while our volunteer army during the late war 
was a striking illustration of the national habit to be impa- 
tient of strict rules and prefer individual short cuts towards 
common ends. This does not prevent our having ex- 
tremely efficient bodies for certain purposes; and our ar- 
mies during the late war have no reason to be ashamed of 
tkeirrecord. But itis an obstacle to the perfectly smooth 
working of a large and complicatea body, where nubesi- 
tating and unquestioning obedience and minuteness of 
drill way ofter prevent fatal complications. 

We conclude, therefore, not that a large proportion or the 
largest proportion of our railroad accidents are unavoid- 
able, but that under the circumstances they will not be 
avoided by any sudden movement or simultaneons act. 
Doubtless we shall always have them, and our fight against 
them is very much like the fight against sin : we may hope 
to keep it down somewhat and here ard there drive it 
pretty well out of sight for a while, but we are hardly 
sanguine enough to expect to put an end to it in this stage 
of existence. But wes ail make rather faster progross with 
the railroads. we trust. so that looking back a decade we may 
see that we have made progress;—and hardly less than a 
century will do with the spirit ot evil, and with that it is 
not always quite possible to discern the progress, or be 
sure that it has not been backward. Indeed, there isa 
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not imaginary connection between the two ; and when we 
shall have officers fully ahve to their duties and responsi- 
bilities, and men perfectly faithful and devoted, we shall 
report a very much smaller list of accidents than we 
now do, towards which consummation let us all lend a 
band, 





The Abolition of Commissions. 


At the special meeting of the Railway Association of 
America in Chicago, last week, seventy-nine railroad com- 
panies were prepared to enter 2 combination to bind them- 
selves, under penalty of serious disabilities, to put an end 
to all payments of commissions for selling tickets, and not 
one opposed the movement. An agre2ment was drawn up 
and is now being signed, and there seems every probabil- 
ity that it will be entered into by every company at least 
whose refusal to join might cause serious injury. This 
week the New York Central & Hudson River Company 
signed the compac’. Its adhesion had been considered 
doubtful, as it has left the sale of its tickets in the city o 
New York very lirgely to outside agents, and is not so well 
provided with fucilities of its own as some of its competi- 
tors. The Grand Trunk gave its adhesion in Chicago, 
through its President, Mr. Potter, who happened to be in 
this couniy. The Western roads are united and eager for 
the enforcement of the measure, and are ready to refuse 
ail facilities for exchanging business over any road that 
holds out. The falling off of travel and the necessity of 
severe economy make managers more than usually anxious 
to prevent avy diversion of receipts from the companies’ 
treasuries, and there is no doubt that a considerable sav- 
ing can be made, which will be nearly ail clear gain, by 
ceasing to pay commissions. 








Piret’s Axle Box. 





The lithograph on colored paper which we publish with this 
number of the GazErTE represents a French invention which 
has been introduced into this country. It consists of a circular 
disc, 3, attached to the end oi the axle for the purpose of rais- 
ing the lubricating fluid from the chamber or reservoir at the 
bottom of the box to an upper reservoir, 7, above the journal- 
bearing. From this upper reservoir the fluid then runs down 
upon the journal through openings in the bearing. In this 
way the jouraal is kept in a constant state of perfect lubrica- 
tion. i 

The disc, 3, has chambers—shown by the dotted lines in the 
half-front view, which will take yp the oii when the car is run- 
ning either way. When the buckets or chambers in the disc 
have revolved to a height equal to two-thirds of the diameter 
of the disc, the oil or other fluid is discharged at an angle of 
27 degrees into the upper reservoir, 7. 

The box is constructed in two parts, with the joint near the 
center of the axle, as shown in the illustration. A lip, g, is 
cast on the upper half to prevent the oil from leaking out at 
the joint. In the lower half an apron or defiector, 10, is cast 
to prevent the oil from being dashed against the axle and 
escaping at the opening through which the axle is inserted 
into the box. The inside washer, 5, is intended to prevent the 
oil from escaping, and the outside washer, 6, to exclude the 
dust from the box. ; 

The opening marked 11 is for feeding the box with oil, and 
12 is the outlet for cleaning it. 

The brass, 4, is cylindrical in form at the center, so as to 
allow the brass to swing around a perpendicular line and thus 
adjust itself to inequalities of the track or construction of the 
car. , 

The following are the claims made by the company which 
controls the patents on this invention : 

“The merits of this improved box are such that it can ac- 
complish a journey of over 30,000 miles on a railroad, at the 
highest rate of speed. under the heaviest of loads, with the 
same oil and without heating, and is so contrived that the oil 
: t escape. 
eet pace completely emptied on the spot, cleaned out and 
refilled in less than a minute, without raising the car. _ 

“Jt considerably diminishes triction, does away with the 
cotton waste, keeps the wheels of the car completely clean, 
and dispenses with much manual labor. 

“It prevents the wearing out of brasses and makes the 
traction more easy, from the tact that the lubricating matter 
is always flowing over the bearings, and never comes in con- 
tact with dust and grit, which are entirely excluded by means 
of the simple contrivance of two patent centrifugal washers, 
of which one is placed inside the box and one outside, between 
the box and the wheel. ; ‘ 

“The above immense advantages permit of companies em- 
ploying the whole of their rolling-stock, whereas with other 
systems of boxes in use up to the present, 10 cent. of the 
cars are always under repair or in the sheds to be cleaned 
through the burning up of the waste, and the wear of the 
axles and brasses, caused by insufficient lubrication and the 
accumulation of sticky matter produced by the presence of 
grit which wears the metal, and the residue mixes with the 
oil, thereby rendering the traction. emeey eee and diffi- 
eult. for the motive power must be increased to counteract the 
tieThis box can be made in any form so as to fit with facility on 
all railway axles, and can be adapted for any mode of attach- 
ment, without making any change whatever in the cars of rail- 
way companies.” ; *. 

The name and address of the company is the Piret Lubri- 
cating Box Company, No. 29 Broadway. New York. 








The Chicago & Lake Huron Railroad. 


The European Administrations Comptoir for American Rail- 
road Securities has reported to the bondholders of the Penin- 
sular Railroad Company concerning the policy which it is advis- 
able for them to take. There are $1,800,000 of 7 per cent. bonds 
outstanding on the Michigan section, on which coupons for 
two years are unpaid, making $504,000 overdue for interest, 





Of the $2,000,000 loan on the Michigan, Indiana & Llinois 
section, $705,000 was sold absolutely, $1,000,000 has been de- 
posited with the Continental Improvement Company and the 
Pennsylvania Company as a pledge for the payment of $450,000 
due these companies for work done, $274,000 is in the hands 
of 8. W. Hopkins & Co., as security for debts due that firm, 
and $21,000 in the hands of Crerar, Adams & Co. The report 
of the Administration says that if the mortgage should be 
foreclosed the holders of these pledged bonds would come in 
for their full proportion according to the face of the bonds 
in their hands, while there are some floating debts which are 
prior to the mortgage. The Administration believes it to be 
for the best interests of the bondholders to endeavor 
to secure the completion of the road as a through 
line from Chicago to a connection with the Grand Trunk and 
the Great Western of Canada at Port Huron. This is already 
provided for on the east by a contract for consolidation with 
the Port Huron & Lake Michigan Railroad, which has been for 
some time in operation from Port Huron west 66 miles to 
Flint. On the west a contract made with the Pittsburgh, 
Fort Wayne & Chicago Company gives it the use of that road 
from the western terminus of the Peninsular road at Valpa- 
raiso, Ind., into Chicago, a distance of 44 miles. There is 
then in operation of this line the 44 miles of the Fort Wayne 
road from Chicago to Valparaiso, the 165 of the Peninsular 
from Valparaiso to Lansing, Mich., and the 66 of the Port 
Huron & Lake Michigan from Port Huron to Flint, Mich. 
The gap between Lansing and Flint is but 50 miles long, 
and the two last-named companies have made a con- 
tract of consolidation under the name of “Chicago & Lake 
Huron,” and will endeavor to complete this gap, after which 
there will be no obstacle to the running of trains through be- 
tween Chicago and Port Huron, and such a connection with 
the Great Western or Grand Trunk or both as will enable freight 
and passenger cars to run through by this route between Chi- 
cago and New York and Boston, as they now do by the Michi- 
gan Central and the Lake shore routes, with which it would 
be a direct compctitor. From Chicago to Port Huron the dis- 
tance will be 325 miles by this route, and to Buffalo 521 miles, 
which is as short as any other route, or nearly so. 

The Administration has made a contract with the Chicago 
& Lake Huron Company, which postpones the payment of all 
coupons until May, 1878, in consideration of which the 
company agrees to pay 6 per cent. interest on the coupons 
after they become due, to pay the debts which are prior to 
the mortguges, to relieve the $1,000,000 pledged for the debt 
of $450,000, and to complete the line by constructing the sec- 
tion between Flint and Lansing before the end of 1875. Mr. 
L. H. Meyer, of New York, is made Trustee for the bond- 
holders under this agreement. 

As this line is so nearly completed and will be made so much 
more valuable by completion, there being two goed connections 
eastward with one or the other of which intimave relations can 


doubtless be established, it scems wise that great efforts should 


be made to finish this line, when it will be comparable as a 
route for through traffic with the Michigan Central, or the 
Lake Shore’s line from Chicago to Toledo. It will probably 
also be used to give a Chicago connection to the Grand Rapids 
& Indiana. 





Record of New Railroad Construction. 


This number of the Rattroap GazetTre has information of 

the laying of track on new railroads as follows: 
thinebeck & Connecticut.—Extended from Jackson Corners 

northeastward 8 miles to Mount Ross, N.¥. Rochester & 
State Line.—Track is laid from Rochester southwestward 12 
miles to Scottville, N. Y. Western Maryland.—Extended from 
Hagerstown southwest 7 miles to Williamsport, Md. Mari: 
etta & Pitisburgh.—Extended north 5 miies to Liberty, Ohio. 
Toronto, Grey & Bruce.—Extended from Mount Forest south- 
west 10 miles to Harriston, Ont. Green Bay & Minnesota.— 
Extended southwest 8 miles to a point within two miles of the 
junction with the La Crosse, Trempealeau & Prescott. Texas 
& Pacific.—The Transcontinental Division has been extended 
4miles to Honey Groveg Texas. Walla Walla & Columbia 
River.—Extended westward 4% miles to a point ten miles 
west of Walla Walla, Oregon. 

This is a total of 5874 miles of new railroad, 10 of it being in 
Canada, and the total completed in the United States in 1873 is 
3,2764% miles. 











RalLRvaD Burupine In NoRTHWESTERN New JeEssey, hitherto 
a somewhat secluded region, promises to be pretty activo for 
the next year or two. Until the opening of the New Jersey 
Midland and the Montclair last year the only railroad lines in 
all that part of the State lying north of the Morris & Essex and 
west of the Erie, comprising the upper portions of Bergen, 
Passaic, Morris and Warren counties and the whole of Sussex, 
were the Sussex road and a short line used to carry iron ore from 
the Ogden Mine to the Morris Canal. Just now four projects 
are on foot, two of which give considerable promise of success. 
These are the New Jersey Midland’s Belvidere Branch, for 
which surveys have been made and some money raised ; the 
South Mountain & Boston, on which work has been com- 
menced ; the Pequest & Wallkill, an old project long believed 
to be dead, but which has recently shown signs of life; 
and a fourth line, the Lehigh & Eastern, running up 
the Delaware valley, for which surveys were lately made. 
This section of New Jersey is a rough and hilly, but 
fairly fertile country, specially adapted to stock and dairy 
farming, which, indeed, is the chief industry of a consid- 
erable portion of it, while the hills in many places are rich in 
iron ore. The iron mines, though long known (some of the 
oldest, if not the oldest, furnaces in the United States have 
been in this region), have not been very largely worked until 
lately, with the exception of a few lying near the Morris Canal. 
The country is intersected by numerous valleys, all trending 
from southwest te northeast, The New Jergey Midland crosses 





most of the water-courses, and is therefore a pretty expensive 
road, with heavy grades and many curves, but the new lineg 
all follow the valleys. Some of these projected lines result 
from the great development of the iron business of the region 
during the last four years, but one at least—the South Mount- 
ain & Boston—is intended to be part of a line which is to ex. 
tend from the anthracite region of Pennsylvania to & connec- 
tion with the New England roads over the proposed Pough- 
keepsic Bridge. It is a section capable of considerable growth 
and development, and it seems as if one or two of the projected 
lines, if built, might in a few years secure a considerable and 
fairly profitable business. 


Tue Catcaco & NerTHWESTERN, whose stock has been so 
greatly depressed since the panic, reports that its net earn- 
ings for the first four months of its fiscal year, ending with 
September, were $1,356,000, which is at the rate of 11 per cent. 
per year on all its common and preferred stock, above all in- 
terest and other prior charges, and also above an improve- 
ment of the track by putting in 10,000 tons of steel rails. It 
will not be necessary for the road to keep up this rate of carn- 
ings in order to make the stock worth nearly twice as much as 
it has brought sometimes since the 18th of September, but 
the road, and its neighbor, the Milwaukee & St. Paul, are of 
those which are likely to be least affected by the panic. For 
the chief eastward business over their lines is wheat currying, 
and the chief westward business carrying the materials which 
wheat has bought; and this year the wheat crop is unusually 
great and the demand quite equal to the supply, so that there 
is almost sure to be an unusually heavy movement over these 
roads until after the next harvest. 





THe Mitwavukee & St. Pau Ratuway, by entering into 
close working reiations with the Milwaukee & Northern and 
Wisconsin Central railroads, (which had just agreed upon 
terms of union,) practically makes these lines parts of its 
great system, for the present at least. This gives it a line 
nearly straight from Chicago north through Milwaukee to 
Green Bay only 195 miles long, against 213 by the new line 
of the Chicago & Northwestern, and 242 miles by the old route, 
or “ Wisconsin Division,” and what may for the present be 
termed a branch of the same from a point 168 miles 
north of Chicago northwestward 158 miles, which is to 
be extended (the work on the road-bed being in large 
part completed) north to Lake Superior, penetrating 
a lumber region which has no railroad or other route for 
transportation for 125 miles on either side of this road. The 
completion of about eighty miles more will finish the line to 
Ashland, when there will be a continuous line worked as one 
route (if the present arrapgement shall be continued) from 
Chicago through Milwaukee, Menasha and Stevens Point to 
Lake Superior at the magnificent harbor of Aehland Bay, one 
of the few really good aud capacious harbors on the Great 
Lakes; and this route will be 435 miles long, giving Chicago 
and Milwaukee access to the west end of Lake Superior andits 
iron ore deposits as they now have access to the Marquette iron 
districts at the middle of the south shore through the Chicago 
& Northwestern. The Milwaukee & St. Paul will at once be- 
gin to run trains through between Chicago and Green Bay, 
thus competing with the Northwestern for the business of the 
great lumber district about Green Bay, and opening a consid- 
erable new district tust of Lake Winnebago and the Fox River. 
The newlines nowhere come in contact with the Milwaukee 
& St. Paul’s own lines, and are well situated to form a harmo- 
nious part of its system. 








Improved Cattie Trucks, or stock cars, as the American 
railroad language has it, are desired by the British ‘‘ Royal So- 
ciety for the Prevention of Cruelty to Animals,” which offers a 
premium of £109 for a new design, a similar premium for alter- 
ations of or additions to the present English design, and an 
additional £100 to each prizeholder ‘‘so soon as he shall have 
induced a railway company to build fifty of his improved 
trucks, and to bring the same into actual use on their line for 
the transport of cattle.” The requirements are that the car 
shall be roofed, provided with buffers and springs to lessen 
the shocks in starting and stopping and otherwise, and with ar- 
rangements for feeding and watering the animals in the car, 
either when the train is in motion or while standing at a platform 
or siding; and it must not cost very much more than the cars 
now ineuse and be acceptable to the judges, who are named, 
and are thirteen in number, including one member of the Cen- 
tral Chamber of Agriculture, one railroad chairman, one gen- 
tleman from the Royal Engineers, the Chairman of the “ Cat- 
tle Defense Association,” a cattle salesman, a professor in an 
agricultural college, a manager of car-building works, a 
veterinary surgeon and a civil engineer. Any enterprising 
Yankee who may wisk to present his scheme may address Mr. 
John Colam, the Secretary of the Society, at No. 105 Jermyn 
street, St. James, London ; but we warn him beforehand that 
long cars on trucks, such as we use here, will not be likely to 
receive much attention. 








Tue Nortuern Pacrric Report telegraphed from Wash- 
ington seems to cover the year ending with June last, when 
it could hardly be said that any of the road west of the Red 
River of the North had been open for traffic : at least the traffic 
on the forty miles on the Pacific coast and the two hundred 
miles between Moorehead and the Missouri River must have 
been a mere trifle before that time. So the $547,100 reported 
as earnings we will assume to have come wholly from the 252 
miles in Minnesota, making a return of $2,171 per mile of road. 
The brief telegram does not state the working expenses ; but 
the bonded debt at that time is given as $25,517,925, or some- 
thing more than $50,000 per mile of road then completed, be- 
sides a floating debt of about $5,000,000. These figures, how- 
ever, come by telegraph, and we will not pin our faith to them. 
Counting a gross income of $2,171 per mile, and an interest 
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charge of $3,650 per mile, it must require extraordinary in- 
genuity and magnificent economy in working to make the 
former cover the latter. 








Tae Beicran Stats RarwRoaps have a larger proportion of 
rolling stock than any others, the number of freight cars per 
mile being no less than 22%, yet the complaints of insufficiency 
of accommodations for shippers are constant and bitter every 
winter. A Belgian writer says that the stock of cars is so 
unskilfully managed that while the average trip is less than 
forty miles, requiring but a few hours for the movement, the 
average time employed in loading and unloading and waiting 
to get upon the road is no less than three days. Out of 22,000 
freight cars owned by the State he estimates that an average 
of 15,000 are on sidings all the time. He concludes that the 
only practicable way to relieve transportation is to improve 
station service, as any further increase of cars witbout such 
improvement would simply block the stations and sidings worse 
than ever. 








Tue AMERICAN BAGGAGE CHECKING SysTEM, we are informed, 
has been introduced upon the Midland Great Western Railway 
of Ireland by Mr. J. E. Ward, the Traffic Superintendent, and 
there are reports that it will be used also on the train of Pull- 
mau cars which is to be run between London and Edinburg. 











NEW PUBLICATIONS. 





Elements of Physical Manipulation. By Edward C. Picker- 
ing, Professor of Physics in the Massachusetts Institute of 
Technology. Royal 8vo, pp. xii. and 225. Published by Hurd 
& Houghton, New York. 

This book, as set forth in its preface, is intended to be used 
in connection with the laboratory system of teaching physics. 
The first twenty-seven pages are devoted toa discussion of 
the general methods of physical investigation, including both 
the analytic and graphic, of estimating errors and arriving at 
results, with notes on physical measurements. The author, 
presupposing an accompanying course of lectures on these 
subjects, touches lightly on them, the most valuable portion 
of the discussion being references to other authorities—which, 
however, are not so complete as desirable. 

The remainder of the volume describes the apparatus and 
manipulations employed in making ninety-four experiments 
in measuring ; Dynamics, including solids, liquids and gases, 
sound and light. The text is gencrally sufficiently clear, 
though Experiment 7, on the eccentricity of graduated circles, 
is ambiguous. 

The wood-cuts illustrating the experiments are not credita- 
ble to the Riverside Press, notably the cut of the Bunsen Pho- 
tometer. 

A second volume on Heat, Electricity, a list of books of ref- 
erence, and other matters of general interest to the physicist, 
is promised at an early date. 

Judging from the present volume, the two will be of great 
value for the purpose for which they are designed, and of in- 
terest to all students of physics. 


®©eneral QBailroad Mews. 











OLD AND NEW ROADS. 


Portland & Ogdensburg. 

It is stated that an agreement has been finally com- 
pleted between this company, the Eastern Railroad Company 
and the Montreal, Chambly & Sorel, by which a new line is to 
be completed from Boston to Montreal. This line is to be 
formed by the Eastern Railroad and its Portsmouth, Great 
Falls & Conway line from Boston to North Conway, N. H.; the 
Portland & Ogdensburg from North Conway to Sheldon, Vt.; 
and the Montreal, Chambly & Sorel from Sheldon to Montreal. 
The uncompleted portions of this line are on the Portland & 
Ogdensburg from Upper Bartlett, N. H., through the White 
Mountains to the Connecticut River, 38 miles ; on the Vermont 
Division from West Concord to the Connecticut River, 10 
miles, and from Hyde Park to Sheldon, 30 miies ; and on the 
Montreal, Chambly & Sorel from Sheldon to Chambly, 45 miles. 
The agreement, it is said, provides that all the Boston busi- 
ness of the Portiand & Ogdensburg shall be turned over to the 
Eastern at North Conway, in return for which the Portland & 
Ogdensburg is guaranteed “a Jarge share of the gross earnings 
of the whole hne.” This means probably that the Eastern 
gives the Portland & Ogdensburg a “‘ traffic guarantee,” by 
agreeing to inves’ a proportion (such as 40 or 50 per cent.) of 
the gross earnings of the traftic which it receives from and 
delivers to the Portland & Ogdensburg in the bonds of the 
latter company at par. The Eastern’s line extends nearly due 
north from Boston to Conway, and in connection with the 
other roads it will make quite a direct route—as short perhaps 
as any other from Boston to Montreal. It is thought that the 
new sections can be completed next season. ‘ 
Bingham Canon. 

Tue grading is completed to the terminus, six miles beyond 
the present end of the track. The iron for this section has 
been received, and track-laying has been commenced on this 
section. The ties are all in place, and only a few days will be 
required to complete the work. A very large grown | of ore 
is ready for transportation as soon as the road is completed. 


Connecticut & Passumpsic Rivers. 
The passenger equipment of this road is being fitted with 
the Westinghouse brake. 


Galveston, Harrisburg & San Antonio. 

Trains on this road commenced running to Weimar, fifteen 
miles west of the old terminus at Columbus, Texas, November 
17th. The change of terminus seems to have hada depressing 
effect on Columbus, for the company advertises that no freight 
will be hereafter received for Columbus, there being no mer- 
chants there to receive it. 


Hoosac Tunnel. 

The Boston Advertiser of November 21 says: 

“<A letter from Mr. Walter Shanty to Hon. Robert Johnson, 
under date of the 18th instant, states that the Hoosac Tunnel 
will probably be opened through on the 28th instant. The 
Shanlys have until September 4, 1874, to complete the enlarge- 
ment and grading of the tunnel, and the laying through it of 
one line of track, and the removal of all material, etc. It is 
probable, however, that the tunnel will be opened for travel 
on the 4th of July next, that being Governor Washburn’s de- 
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sire. To do this it will ben to ti the tunnel at 
certain points where demoralized rock was encountered in bor- 
ing, as a temporary expedient, leaving the permanent brick 
arching ot those places to be done after the opening. It is the 
choice of the engineers to delay the opening until this perma- 
nent arching is completed, but it is uncertain which course 
will be adopted.” 

Preparations were made which were expected to insure the 
opening through on the 27th. 


St. Paul & Sioux City. 
The township of Mankato, Minn., has voted a bonus of $5,000 


to this company in aid of the construction of the Blue Earth 
City Branch. 


New York, New Haven & Hartford. 

Thirty-five of the truss and pile bridges on the Shore Line 
Division between New Haven and New London have been en- 
tirely rebuilt, leaving five yet to be finished. These, it is 
aoeeten, will be completed before the setting ini ot the winter 
storms. 


Western North Carolina. 

The Statesville (N. C.) American, of a recent date, says: 

‘We learn that the Western North Carolina Railroad has 
been purchased by the North Carolina Railroad, and hence the 
two roads will be consolidated, which will insure the comple- 
tion of the former west to the State line at the earliest practi- 
cal day. The contract for this was made by the North Carolina 
road, of which Major W. A. Smith is President, and Receiver 
of the Western, in New York, last week, by transferring to the 
North Carolina road the bonds, judgments, etc., held by the 
Southern Security Company and RK. Y. McAden. Esq. 

‘© We understand that Governor Caldwell and the State au- 
thorities are all earnestly in favor of the early completion of 
the above road. The directors of the East Tennessee, Virginia 
& Georgia Railroad at their last meeting ratified the action 
ot their officers in transferring their interest in the above road. 
The State of North Carolina has some 500 convicts in their 
State Prison who are to be put upon the road. There will be 
very little money needed to finish that end of the line to the 
Tennessee line. The road from Morristown will meet them 
the day they get there.” 

The road is now in operation from Salisbury, on the North 
Carolina road, to Old Fort, 114 miles. About 60 miles of road 
will be required to reach the Tennessee line, The road has 
been in litigation some time. 


Washington County. 

It is proposed to extend this road from Hagerstown, Md., 
northeast about 15 miles to Waynesboro, Pa., there to connect 
with the Harrisburg & Potomac road, now under construc- 
tion. The Washington County road is now 24 miles long, from 
the junction with the Baltimore & Ohio 79 miles from Balti- 
more, north to Hagerstown. 


Dakota Southern. 

The officers of this company deny the truth of the report that 
the road was about to be sold or leased to the Illinois Central 
Company. 

Baltimore & Swann Lake. 

The construction of this narrow-gauge suburban line is pro- 
ceeding slowly, owing mainly to difliculty in securing the 
right of way. Several parties, whose land is to be taken, have 
appealed to the courts. 


Towsontown & Swann Lake. 

The grading of this narrow-gauge line, which is to be a 
branch of the Baltimore & Swann Lake, extending from that 
road near Swann Lake to Towsontown, is nearly completed. 
The grading will be finished up, but the rails will probably 
not be _ until the completion of the Baltimore X Swann 
Lake road. 


Boston & Albany. 

The ranean for the new issue of $1,000,000 in bonds were 
opened in Boston, November 19. The offers amounted to 
$1,200,000, but only $500,000 were accepted, the company having 
decided to accept no bids at less than par. ; 


Vermont & Massachusetts. 

This company and the Lege oe | have failed to settle on a 
basis for consolidation. The Fitchburg Company offered to 
leave the terms of union to referees, but the Vermont & 
Massachusetts declined this proposition and the Fitchburg 
withdrew all offers. 


Boston, Barre & Gardner. 

Work has been resumed on the extension to Winchendon, 
and it is expected that the road will be completed by the close 
of the year. 

Norfolk & Bristol. 


A company by this name has been organized at Walpole, 
Mass., to build a railroad from Dedham, Mass., south by west 
to Attleboro, on the Boston & Providence road. e road 
will be about 18 miles long. The capital stock is to be $350,000. 
The road is to be leased to the Boston & Providence Company 
wher completed. 


Maryland & Pennsylvania. 
A large force is at work on the grading of this road between 
the Relay House on the Northern Central road and the Gun- 
wder River. It is said that track is to be laid at once from 
he Relay House to Towsontown, some three miles. Work is 
also going on northeast of che Gunpowder. The road is to ex- 
tend from Baltimore northeast to the Pennsylvania line, in the 
direction of Philadelphia. 


Alexandria & Fredericksburg. 
The bridge over the Occoquan River has been repaired, and 
trains are now running regularly over the road. 


Roanoke Valley. 


Work on this tine from Clarksville, Va., north to Keysville, 
on the Richmond & Danville road, has been suspended, owing 
to the impossibility of disposing of the bonds at the present 
time. The contractor, Mr. Harvey, has offered to finish. upa 
— of the line ready for use, if the company will allow him to 

~~ on the funds deporited as security for the fulfillment of 
the contract. 


Mississippi Central. 

The trouble with the contractors on the Cairo Extension has 
been settled, and the work is now being pushed forward 
rapidly. 

Dividends. 

The Ohio & Mississippi Railway Company has declared a 
semi-annual dividend of 34% per cent, on the apes stock, 
payable December 1. The dividend is payable in scrip, the 
scrip being payable March 1, 1875, and bearing 7 per cent. in- 
terest. 

The American Union Express Company has declared a semi- 
annual dividend of $3 per share, payable January 2, 1874. 
Lake Ontario Shore. 

The Lockport (N. Y.) Journal of October 19 -says: ‘‘ We 
learn to-day that the board of directors of the Lake Ontario 
Shore Railroad Company had a meeting at Oswego this week, 
and made a conditional lease of this road to an organization 
recently formed for the parpose of construc’ and operating 


net only the Lake Shore line, but some New England roads, 
panes through the Hoosac Tunnel and filling up the space 

‘om that tunnel to the Lake Shore road, intersecting it at a 
point in the town of Hannibal, a little west of Oswego. This 
lease is not to take effect until the road is fully completed by 
the present company, and in no case until the conditions of 
the lease are fulfilled.” 


Salem & Vineland. 


It is proposed to construct a railroad from Elmer, N. J., the 
junction of the West Jersey and Salem roads, southwest to 

ineland, there to connect with the New Jersey Southern. 
The road would be about 12 miles long, and would pass 
through a good section of country. 


Rhinebeck & Oonnecticut. 


The track is laid to Mount Ross, N. Y., eight miles beyond 
the late terminus at Jackson Corners and 25 miles northeast 
of Rhinebeck. The work is progressing steadily, and it is 
expected that the track will reach Ancram within a week. 


Utica, Ithaca & Elmira. 

There is a report that this company will lease and operate 

that portion of the New York & Oswego Midland’s Auburn 

Branch from Freeville to Scipio Center, 26% miles. This 

~~ very well be worked in connection with the Utica, Ithaca 
mira. 


Rensselaer & Saratoga. 

The trouble between this company and the Harlem Exten- 
sion has been temporarily settled. An agreement has been 
made by which the Rensselaer. & Saratoga trains will be al- 
lowed access to the yards and shops at Rutland over the Har- 
lem Extension track as heretofore. This agreement is to hold 
until January 1, 1874, by which time it is probable that some 
permanent arrangement will be made. 


Montpelier & Wells River. 


The ballasting is being completed, and it is probable that 
trains will be running over the whole line by December 1. 


Marietta & Pittsburgh. 


Trains now run from Marietta, O., through to Liberty, 15 
miles north of Cambridge, the late terminus, and 73 miles 
from Marietta. Work is proceeding steadily on the road. 
Poughkeepsie Bridge. 

The Poughkeepsie Hagle announces that Mayor Eastman of 
that city has returned from Philadelphia with the information 
that the plans and specifications for the bridge across the 
Hudson at Poughkeepsie have been completed, and engineers 
will this week locate the land piers and commence the excava- 
tions and masonry work, and when the river is frozen sufli- 
ciently work will be commenced at other points. The plans 
adopt the highest grade, which will allow of wagon way under 
the railroad track and will add in every way to the strength 
and grandeur of the structure. It also gives a very favorable 
grade line for the connecting railroads on the west shore. It 
1s expected that sufficient work can be done soon to allow of 
the laying of the corner stone by the middle of December. 

Ground was broken and a force set at work on the first land 
pier November 26. 


New Haven, Middletown & Willimantic, 

In the suit brought. by this company to compel the select- 
men of the town of Chatham, Conn., to issue $40,000 in bonds 
voted to the road, the court has decided in favor of the com- 
pany. This decision will probably also apply to the towns of 
Middlefield and Hebron, which voted bonds, but have not vet 
issued them. <j 
Meetings. 

The annual meeting and election of directors of the Pitts. 
burgh, Washington & Baltimore Railroad Company will be 
held in Pittsburgh, Pa., December 1, 

The annual meeting and election of the Atlantic & Great 
Western Railroad Compaay will be held at the office of the 
company, No. 74 Wall street, New York, December 8. 

_ The annual meeting and election of the United States Roll- 
ing Stock Company will be held at the office of the company, 


1 No. 74 Wall street, New York, December 8. 


The ‘*hirty-eighth annual meeting of the Wilmington & 
Weldon Railroad Company will be held in Wilmington, N.C., 
December 10. " 


Albany & Susquehanna, 
The lessee ot this road, the Delaware & Hudson Canal 

Company, has purchased property at Sidney Plains, N. Y., the 

crossing of the New York & Oswego Midland road. New re- 

pair shops are to be built at that place, and the shops now at 

Oneonta, will be removed to Sidney Plains. 

Wilmington & Reading. 

The grading of the extension from Birdsboro, the present 
terminus, to Reading is nearly completed, and track-laying has 
been commenced from both ends of the line. It is believed 
that the road will be completed in a month. The extension is 
about nine miles long. 


Coal Hill. 


A company by this name has been organized to build a branch 
road seven miles long from the Evansville & Crawfordsville 
road in Curry township, Sullivan County, Ind., to Coal Hili. 
The capital stock is to be $200,000, and the incorporators are 
Chauncey Rose, N. Thomas, Charlies R. reddle, Josephus Col- 
lett, Demas Deming, Wm. K. Edwards, and John C. Martin. 
Walla Walla & Columbia River. 

The first ten miles of this road is completed and regular 
trains are now running. Work on the road is being pushed 
forward. The road when completed will extend from Walla 


Walla, Oregon, west about thirty miles to the Columbia River 
at Wallula. 


Toronto, Grey & Bruce. 

The extension from Mount Forest, Ont., to Harriston, 10 
miles, is completed and was opened for traftic November 15. 
At Harriston connection is made with the Wellington, Grey 
& Bruce road. “ 
Rochester & State Line. 

The track is laid from Rochester southwest to Scottsville, 
about 12 miles. A temporary engine-house has been put up at 
that place. The work of ballasting the track has been com- 
menced, extensive gravel beds being reached near Scottsville. 
It is hoped that track can be laid to the crossing of the Au- 
burn Braneh of the New York Central before winter sets in. 
There is plenty of #on on handé, and the rails are being laid 
down as fast as possible. 


Taunton Oar Company. 

The paint and blacksmith shops of this company at Taun- 
ton, Mass., were destroyed by fire November 23. The estimated 
loss is $40,000, which is covered by insurance. — 


Pittsburgh, Wheeling & Kentucky. 

This company has been obliged to stop work for the present. 
The grading of the line from Wheeling north to the junction 
with the Pittsburgh, Cincinnati & St. Louis road, some 23 
miles, is so nearly completed that it is stated that $30,000 will 
complete the work according to contract. The company has 
received subscriptions of $240,000 from Ohio County, W. Va., 
and $115,000 from Brooke County, besides $20,000 in private 








a line of railroad from Boston to the Niagara River, embracing 


subscriptions. It is moreover stated that the Pittsburgh, 
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Cincinnati & St. Louis —— which has agreed to iron and 
equip the road, would not be al le to do it this fall, even if the 
grading were completed according to contract.» 


New York & Oswego Midland. 


lt now appears that on application of some parties having 
small claims against the company, Judge Pratt, of the New 
York Supreme Court, has appointed Mr. te H. Pomeroy, 
a New York lawyer, Receiver of this road. It is not easy to 
see how this new Receiver can do anything, the road being 
already in the possession of the Receiver —, by the 
United States Circuit Court. It is not probable that this ap- 
pointment will amount to anything. : 

It is stated that Col. J. G@. Stevens, recently appointed Re- 
ceiver jointly with Mr. Hewitt, will take upon himself the im- 
mediate control and management of the road. Mr. Stevens 
has had much experience in railroad management. ; 

Arrangements have been made for an exchange of business 
with the Erie Railway at Middletown. It is reported that the 

resent relations with the New Jersey Midland are not very 
friendly, which report seems rather doubtful. When the 
Erie’s gauge is changed it will be able to take the New York & 
Oswego Midland’s trattic into New York should the latter break 
with the New Jersey Midland. , : 

Work on the new round-house at Middletown, N. Y., has 
been stopped, for want of material. 


Wellington, Gray & Bruce. 

The first passenger train over the Southern Extension ar- 
rived at Kincardine, the terminus, November 12. The South- 
ern Extension leaves the main line at Palmerston, Ont., 70 
miles from the jynction with the Great Western, and runs 
southwest 15 miles to Newry, and thence northwest, near] 
parallel with the main line, to Kincardine, on Lake Huron. It 
is 66 miles long. 

Bangor & Buoksport. 

It is stated that arrangements have been made by whick 
work will be commenced early in the Spring. The weather 
will prevent any continuation of the work this season. 


Buffalo & Jamestown. 

Some uncertainty exists as to the future action of this com- 
pany in view of the abandonment of the Oil Producers’ Rail- 
road, which was to constitute the southern section of the line. 
The town of Jamestown has appointed a committee to confer 
with the company and see what action is necessary to secure 
the completion of the road to that place. 


St, Louis & St, Joseph. ; 

In the United States Circuit Court at Jefferson City, Mo., 
November 20, .a decision was rendered in the case of Huide- 
koper against Buchanan County, Mo., which involved the va- 
lidity of $400,000 in bonds, issued in aid of this road by Bu- 
chanan County. The court decided that the bonds were valid 
and the interest must be paid. One year’s interest (10 per 
cent.) is now due. 

Pacific, of Missouri. 

The United States Circuit Court has decided in favor of the 
validity of the bonds issued by the city of Pleasant Hill, Mo., 
in aid of the construction of the St. Louis, Lawrence & Den- 
ver road, which forms the Lawrence Branch of the Pacitic 
road. 


Vermont Valley. 

In the suit of George B. Chase and others against this com- 
pany an injunction has been granted to prevent any interfer- 
ence With the road or property (which is now in possession of 
the Central Vermont Company, under the lease made to Page 
and Birchard in 1865) until further order is made by the 
United States Circuit Court. The effect of this decision is to 
keep the road in the hands of the Central Vermont Company 
until the expiration of the lease, June 1, 1875. The injunction, 
however, does not affect the suit of Grinnel and others against 
the Vermont Valley Company, which is pending in the Court 
of Chancery for Windham County, Vt. 


Southern, of Canada. ae 
Arrangements have been completed for the consolidation of 
the Montreal, Chambly & Sorel and the Missisquoi Junction 
Railway companies into one company ” the name of the 
Southern Railway Comnary 3f Canada. The road will extend 
from Montrca:, can., east by South to Chambly, on the Riche- 
view River, and thence southeast to Franklin or Sheldon, Vt. 
The rails are laid from Montreal to Chambly, some 12 miles. 


Texas & Pacific. , 


Trains on the Trans-centinental Division are now running 
regularly from Sherman, Texas, east to Honey Grove, 48 miles. 


Selma & Gulf, 

In his annual message recently pnblished the Governor of 
Alabama says: 

tt was Inelisved that a serene was found for the Selma 
& Gulf Railroad, on terms that would indemnify the State, and 
advertisement was according made to complete the title to 
the same by asale under the mortgage to the State for the 
240,000 loaned said road. But all this has beei postponed by 
unavoidable causes, so that its consummation has not been 
effected. That road is now in the hands of receivers, appoint- 
ed by the Selma Chancery Court, and is sought to be subjected 
to a lien of certificates to be issued and disbursed by the re- 
ceivers, whose lien will be paramount to the lienof the first- 
mortgage bonds. I have instructed the attorneys for the 
State to resist this stepin every legal manner.” 


South & North Alabama. 


In his annual message the Governor of Alabama states that 
this company has canceled its bonds indorsed by the State to 
the amouat of $3,682,000, which have been disposed of as the 
law direots, and is now entitled to the benefit of the act to 
provide for the substitution of State bonds, to the amount of 
34,000 per mile in lieu of State endorsement of bonds, of the 
various railroad —— of the State, approved April 21, 
1873. The bonds authorized by this act have not been but 
will be issued as soon as received. 


Western Maryland. 

The last rail on the extension from Hagerstown, Md., to 
Williamsport was laid November 14th. The extension is seven 
miles long, and is built mainly for the purpose of reaching the 
Chesapeake & Obio Canal and securing some portion of the 
coal traffic from the Cumberland region. The Oumberland 
Valley Company has also lately opened a line from Hagerstown 
to Williamsport. The extension is being graded, and will 
soon be ready for travel. : 


North Toxas Narrow Gauge. - 

A company has been organized for the purpose of building 
a narrow-gauge railroad from Denison, Tex., the junction of 
the Houston & Texas Central and Missouri, Kansas & Texas 
roads, southwest through Gainesville and Denton to some 
point not yet decided on. Ayplication will be made to the 
‘Texas Legislature for a charter. 


Baugor & Calais Shore Line. 


The surveys have been completed and the estimates are be- 
ing prepared. The line as surveyed starts at Bucksport, Me. 
the southern terminus of the Bangor & Bucksport road, and 
runs eastward tone Cea, Surry and Ellsworth, crossing 
Union River at Hop Mills ; thence it runs through Frank- 





lin and Cherryfield, crossing the Narragaugus River at Free- 
man’s Mills, and thence through Harrington and Whitneyvillo 
to Machias. From that point the road turns northeast and 
foliows the east branch of Machias River to Jacksonville, and 
thence through Pembroke, along the west bank of Pemasquan 
River and Lake and through the town of Baring to a junction 
with the St. Croix & Penobscot road, three miles from Calais. 
The road will be about 120 miles long, and can be built with 
light grades and easy curves. The bridging will be light, no 
span over 125 feet being required. A pile bridge, 500 feet 
long, wi!l be needed at Pleasant River. 


Des Moines Valley. 


Late dispatches from Des Moines, Ia., state that the motion 
to set aside the sale of the upper end of the road, from Des 
Moines to Fort Dodge, was withdrawn, as was also the motion 
for the removal of the Receiver, Mr. Smythe. The bonds 
given by the purchasers were transferred to the representatives 
of the second-mortgage bondholders, who have a first hen on 
that portion of the road. It is reported that Mr. John E. 
Henry, who is now in possession of the line from Keokuk to 
Des Moines, will for the present have the management of the 
upper end of the line also. Mr. Henry is an engineer by pro- 
fession, and was for a short time Superintendent of the Chicago 
& Rock Island and subsequently of t:)e Mississippi & Missouri, 
now part of the Chicago, Rock Island & Pacific road. He was 
also Engineer of the Dubuque Bridge. 


Boston & Maine. 

The Maine Legislature is to be petitioned to pass an act 
compelling the Boston & Maine and Eastern companies to es- 
tablish a depot at the crussing of the two roads in North Ber- 
wick, Me., and to stop their trains and make connection at 
that point. This movement is said to be in the interest of 
the Boston & Maine. 


New Mail Route. 


An extension of mail service has been ordered over the Cum- 
berland Valley Railroad from Hagerstown, Md., to Martins- 
burg, West Va., 19 miles. 


Northern Pacific. 

The commissioners to examine the section of 196 miles 
(heretofore soupetes as 200 miles) of this road between the 
Red River and the Missouri have reported that the road comes 
up to the requirements of the law and should be accepted. 
Ware River. 

The track on the extension to Wirchendon is now all laid, 
and a great part of tho ballasting is completed. New depots 
are being put up at ten pointson the line. A permanent 
round-house at Palmer is nearly completed and a temporary 
round-house at Winchendon is going up. The highest grade 
on the line is 684% feet to the mile, and that is only for a short 
distance. There is no other grade over 50 feet. 


Gpringfeld, Athol & Northeastern. 
egular trains will begin running to Springfield, Mass., over 
this road, December 1. 


Vermont & Massachusetts. 

It is now stated that all efforts for consolidation having 
failed, the Fitchburg Company has made a proposition to lease 
the Vermont & Massachusetts road under a perpetual lease. 
The terms offered have not been made public, but it is stated 
that the main points have been agreed upon. 


Baxter Steam Canal Boat. 


A corporation owning and managing the patent of this boat, 
of which so much has been said lately, has been organized 
with the following directors: Hon. H. H. Van Dyck, Presi- 
dent; Mr. George Rowland, Secretary; Philo Remington, 
Milo Sage, N. D. Morgan, William I’. Rowland, William Baxter, 
Frederick M. Peck, Andrew J. Perry, William G. Morgan, G. 
N. Abeel, George Rowland. Subscription books for the capi- 
tal stock are open at the New York Loan and Indemnity Trust 
Company, No. 229 Broadway, and at E. Remington & Sons, No. 
281 Broadway, New York. 


Baltimore, Pittsburgh & Chicago. ; 

It is stated that work on the grading of this line has been 
suspended for the winter, partly on account of the severe wea- 
ther and ) on account of the difficulty which the Balti- 
more & Ohio Company finds in obtaining currency for its 
European exchange. Work will be resumed as early as pos- 
sible in the spring. 

It is reported that negotiations are going on for the use of 
the western part of the line, probably from Defiance, O., by 
the Chicago & Ganada Southern rvad. 


Erie Oanal. 

The severe weather about November 20 froze over a consid- 
erable portion of the Erie Canal. A large number of boats 
were in the canal, and it was feared that many of them would 
be obliged to winter where they happened to be caught. It 
was estimated that about 5,000,000 bushels of grain were in 
boats on the canal. The New York Central & Hudson River 
road has offered to take grain to any point east of Utica to 
New York at 15 cents per 100 pounds delivered at the Thirty- 
third street depot, or 17 cents per 100 delivered in the harbor. 

Later advices, however, report warmer weather and rain, 
and itis thought that many of the boals will be got out. If 
the canal is finally closed, it will be the earliest date of closing 
onrecord. For 12 years past the canal has not been closed 
before December 1. 

On the 26th the canal was reported finally closed, but only 
about 1,500 bushels of grain remained on it. 


Railroad Matters in Alabama. 


The Governor of Alabama, in his recent annual message, 
states that all the railroad companies concerned, except the 
East Alabama & Cincinnati, have given notice of their inten- 
tion of accepting the act to provide tor the substitution of 
State bonds to the amount of $4,000 per mile, in lieu of State 
endorsement of bonds, which was approved April 21, 1873, but 
none of them except the South & North Alabama have taken 
any further steps. ‘ ; 

he Governor recommends the appointment of a Commis- 
sioner of Railroads, whose business it shall be to collect statis 
tics of the railroads of the State. 


Green Bay & Minnesota. 

The grading is completed, but there are several bridges yet 
to be put up. Track is laid eight miles beyond the late ter- 
minus, and only about two miles remains to be laid to reach 
the junction with the La Orosse, Trempeleau & Prescott 
road. 


Concord. 


In the matter of the bill in equity in the case of John H. 
Pearson against the directors of the Concord Railroad Com- 
pany, Chief Justice Sargent of New Hampshire has ordered 
that the injunction restraining the defendants and their em- 
ployees from placing the company’s funds in other than the 

reasurer’s hands be continued. 
Philadelphia & Erie, 

A meeting of the individual stockholders was held in Phila- 
delphia, November 22, The committee to eee at the pre- 
vious meeting reported that they had had a conference with 
Mr. J. Ed ar Thomson, President of the Pennsylvania Rail- 
road Company, who expressed his willingness to surrender 
the lease of the Philadelphia & Erio for a fair equivalent. A 


aot 


resolution to commence suit against the Pennsylvania Rail- 
road Company was tabled. It was finally resolved to continue 
the committee with authority to cunfer with the lessee on all 
points at issue and to make such propositions as may be for 
the best interest of the stockholders, and to report to the 
stockholders when necessary. 


Boston, New York & Chicago. 


This new company, which has made a conditional lease of 
the Lake Ontario Shore road, agrees to raise on the bonds of 
that company $50,000 by December 31, $50,000 more by Febru- 
ary 28, 1874, end $400,000 more by April 1, 1874, the money to 
be used in completing the Lake Ontario Shore road. It also 
agrees to pay the latter company 7 per cent. interest on $7,000,- 
000 as rent. It seems not at all impossible that the lease will 
not be completed. 


Tennessee River Improvement, 

During the past year work has been carried on at ten differ- 
ent points on the river between Chattanooga and London, 
Tenn. The work has been done mainly’ by Bired labor, the 
contractor having failed. Below Chattanooga, at the Muscle 
Shoals, a careful survey has been made to determine the exact 
amount of work required to repair the old canal around Big 
Muscle Shoals and to extend it around Elk River and Little 
Muscle Shoals. At Colbert Shoals the channel has been 
cleared and a dam built from Colbert Island to the Tennessee 
shore. Tho amount expended was $102,000, and it is esti- 
mated that $840,000 can be profitably expended during the ens 
suing year. 

Cumberland River Improvement. 

The work on the improvement of this river below Nashville, 
Tenn., has been confined to the construction of a dam at the 
mouth of Sycamore Oreek and to dredging and excavatin 
rock from the channel between Sycamore Creek and the mout 
of Harpeth River. Operations are to be considerably extended 
during the coming year. 

La Orosse Bridge. 

The La Crosse Transit Railroad Company has acquiesced in 
the action of the City Council, which ordered the bonds voted 
by that city in aid of the bridge across the Mississippi to be 
cancelled, in consequence of the failure of the company to 
begin work within the specified time. A question is raised, how- 
ever, as to thé right of the City Council to cancel the bonds 
after the people had voted to issue them. The bonds are in 
the hands of a trustee. 


Gentral Branch Union Pacific. 

In the New York Supreme Court, November 25, Judge Bar- 
rett refused to conrirm the appointment of Richard H. Bowne 
and Benjamin C. Wetmore as trustees for the first-mortgage 
bondholders. The judge held that while Messrs. Bowne and 
Wetmore were in other respects competent and proper per- 
sons, their relations, both by blood and in business, with the 
officers of the company were such as to unfit them for a posi- 
tion which requires perfect impartiality as between the com- 
pany and the bondholders. 


Logansport, Orawfordsville & Southwestern. 

The financial agents of this company give notice to the 
holders of its bonds that the coupons which were due Novem- 
ber 1, and were not paid, will be paid February 1, 1874, 
together with the coupons which will mature at that date. 


Old Oolony. 

At the annual meeting in Boston, November 25, the stock- 
holders by a nearly unanimous vote confirmed the action of 
the directors in securing a controlling interest in the stock of 
the Middleboro & Taunton Railroad Company. The directors 
were also authorized to purchase the controlling interestin 
the stock of tho Fall River, Warren & Providence Company, 
and to establish a through line of railroad between Fail River 
and Providence, in connection with the Boston & Providence 
Company. It was also resolved that it is expedient for tho 
company to control steamboat lines running in connection 
with the road to New York and points in Vineyard Sound, and 
the directors are authorized to take all necessary steps for the 
establishment and» control of such lines. Finally the stock- 
holders voted to authorize an issue of 7 per cent. bonds having 
not more than 20 years torun, to an amount not exceeding the 
present debt of the company, for the purpose of funding all 
th: existing bonded and floating debt. 


New York Central & Hudson River. 

The committee of locomotive enginesrs have had one or two 
interviews with Mr. W. H. Vanderbilt, Vice-President of the 
company, but the question of reduction of wages has not been 
definitely settled. 


Delaware, Lackawanna & Western--Morris & Essex Di- 
vision. 

The Morris & Essex Company gives notice that it will apply 
to the Legislature of New Jersey for a supplement to its char- 
ter authorizing it to establish and maintain a ferry across the 
Hudson River. 

Poughkeepsie Bridge. 

The plans have been completed ond the maps of the land 
approaches have been prepared for filing in the State Engi- 
neer’s office. The bridge, as already stated, will have five 
spans of 500 feet each, and the track will be nearly 200 feet 
above the river. From tbe eastern end of the bridge to Wash- 
ington street in Poughkeepsie the road will be carried ona 
succession of short spans, and from Washington street to the 
junction with the Poughkeepsie & Eactern road by an embank- 
taent. Workis to be commenced on the shore piers and the 
approaches at once. Mr. P. P. Dickinson will have immediate 
charge of the work. 


Railroad Mail Routes, 

From the annual report of the Postmaster General, it ap- 
| pears that the whole length of railroad mail routes is 63,457 
|miles. The annual transportation was 65,621,445 miles, and 
the cost $7,257,196, or about 11.06 cents per mile. Theincrease 
}in length of routes was 5,546 miles and in cost of $754,425, 
| against an increase during the previous year of 8,077 miles in 
| length and $777,792 in cost. The whole length of steamboat 
} routes -was 16,762 miles, the annual transportation 3,947,785 
}miles and the cost $799,645, an average of 20.25 cents per 
| mile. 

Gilman, Olinton & Springfield. 

In the suit of stockholders at Bloomington against some 
directors, complaining that the latter had made contracts on 
unreasovable terms for the construction of the road with the 
Morgan Improvement Company and for the transportation of 
fuel with the Barclay Coal Company, which two companies 
were wholly controlled by said directore, the court has found 
in favor of the complainants, and decided to appoint a Receiver 
to take charge of the road until it can be ascertained who the 
legitimate stockholders are, and to whom the possession of the 
property should be given. 

Portland, 8aco & Portsmouth. 

A suit is pending in the United States Circuit Court at Bos- 
ton against the Boston & Maine Railroad Company to recover 
a balance of $125,000 received by it for earnings over the Port- 
land, Saco & Portsmouth when that road was worked by the 
Boston & Maine and the Eastern jointly, and alleged to be now 
due the Portland, Saco & Portsmouth, 




















